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This  plan  is  dedicated  to  the  people  in  the  neighborhoods  around  the  Balboa  Park  Station.  It  would  not  have  been  possible  without  your  selfless 
interest,  tireless  work,  perseverance,  and  the  belief  thatjou  can  have  a  better  neighborhood.  We  are  bringing  the  plan  back  to  you  for  more  consider- 
ation, review,  comment,  and  discussion,  in  the  hopes  of  crafting  a  coherent  set  of  policies  that  will  offer,  in  the  end,  the  best  possible  solutions  among 
many  differing  interests. 


Imagine... 

the  transformation  of  Balboa  Park  Station  from  a  bleak  and  seemingly 
forgotten  part  of  San  Francisco  into  an  active,  interesting  place — an 
efficient  transit  node  and  vital  hub  for  the  neighborhoods  surrounding  it. 

Imagine  more  people  living  around  the  transit  hub  and  along  Geneva, 
Ocean  and  San  Jose  Avenues.  Housing  affordable  to  people  of  all  incomes 
creates  a  neighborhood  heart  that  is  no  longer  just  an  unpleasant  place  to 
wait  for  the  bus  or  train.  New  mixed-use  buildings  gracefully  accommo- 
date much-needed  housing,  with  less  of  the  traffic  and  other  ills  that  can 
come  when  housing  is  built  where  there  is  little  or  no  transit,  and  help 
enliven  the  main  streets  and  the  neighborhood  shops. 

Imagine  dramatically  transformed  streets  and  open  spaces,  comfortable  for 
pedestrians  and  bicyclists,  with  calm  traffic,  gracious  sidewalks,  safe  inter- 
sections, and  more  street  trees  and  other  amenities.  The  transit  station  is 
transformed  into  a  truly  functional  transit  hub,  with  convenient  transfers 
between  BART,  streetcars  and  buses;  easy  access  by  foot,  bike,  and  auto- 
mobile; and  new  entrances  where  they  are  needed. 

Imagine  City  College  contributing  to  the  vitality  of  the  neighborhood  by 
being  better  integrated  into  it.  More  students  choose  to  ride  transit  rather 
than  to  drive  to  the  neighborhood.  And  they  are  now  found  in  greater 
numbers  shopping  in  the  Ocean  Avenue  Neighborhood  Commercial 
District. 

Imagine  the  future  of  the  Balboa  Reservoir  finally  decided.  The  reservoir  is 
no  longer  a  void  in  the  neighborhood,  but  has  assumed  its  rightful  place, 
too. 

Imagine  the  surrounding  neighborhoods,  little  changed  except  for  the  ways 
residents  have  chosen  to  care  for  them  even  more  because  traffic  has  been 
calmed,  more  street  trees  have  been  planted,  and  the  neighborhoods  have 
gained  the  vital  community  heart  for  which  they  have  waited  so  long.  Now 
neighbors  can  walk  to  shops,  if  they  choose,  to  take  care  of  daily  needs. 

Imagine  a  better  neighborhood. 

This  is  the  vision  that  emerged from  two  years  of  discussions  with  the  residents  of  the 
Balboa  Park  Station  Area  about  the  future  of  their  community.  The  last  fifty  years  here 
are  a  story  of  a  community  besieged  by  projects  serving  larger  issues  at  the  expense  of 
neighborhood  values.  The  neighborhood  is  at  a  unique  place  in  its  history.  Largely  because 
of  its  people,  we  are  working  together  to  remedy  that  history.  With  the  Better  Neighbor- 
hoods Program,  the  city,  BART,  and  others  are  ready  to  reinvest  in  this  place  as  a 
vibrant  urban  neighborhood  that  is  an  essential  part  of  the  city. 

This  plan  presents  the  ideas  that  can  create  this  new  future. 
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The  Better  Neighborhoods  Program 

The  development  boom  of  the  late  1990s  found  San  Franciscans  at  odds. 
Where  some  would  push  for  development  anywhere  at  any  cost,  others 
opposed  it  just  as  stridently.  The  city  was  nearly  paralyzed,  and  seemed 
unable  to  make  rational  choices  regarding  change.  In  response,  the  Planning 
Department  initiated  the  Citymde  Action  Plan,  a  rational  framework  for 
balancing  job  growth,  housing  needs,  and  quality  of  life. 

The  Better  Neighborhoods  Program  is  one  pillar  of  the  Citywide  Action 
Plan.  It  has  carried  the  discussion  of  change  to  three  pilot  neighborhoods, 
where  development  issues  are  perhaps  felt  most  acutely  but  where  it  makes 
most  sense  to  find  acceptable  ways  to  build  much-needed  housing.  Discus- 
sions with  these  communities  uncovered  deep  issues  that  need  to  be 
addressed  if  the  city  is  to  continue  to  thrive.  This  public  review  draft  is  the 
outcome  of  discussions  with  the  Balboa  Park  Community  about  change 
and  a  better  neighborhood. 

San  Francisco  has  a  heritage  of  building  well.  A  look  around  at  the  beauty 
of  this  place  and  the  way  it  is  revered  by  residents  and  visitors  alike  shows 
this.  But  the  evidence  also  suggests  that  we  may  have  lost  some  of  our  will 
to  build  good  neighborhoods,  with  a  sense  of  place,  and  in  ways  that 
respect  our  public  realm.  We  are  paying  the  price.  San  Franciscans  have 
become  concerned,  and  their  concerns  seem  justified. 

There  are  many  factors  that  may  contribute  to  a  degradation  of  our  public 
realm,  and  that  can  be  addressed  through  good  planning.  National  financial 
markets  may  impose  inappropriate  "suburban"  development  models  on 
cities,  development  projects  may  seek  to  express  private  values  at  the 
expense  of  public  place-making  (although  these  projects  derive  much  of 
their  value  from  the  qualities  of  the  place),  construction  economies  and 
methods  may  work  against  San  Francisco's  fine-grained  scale  and  rhythm, 
streetfronts — always  places  primarily  for  pedestrians — are  often  given  over 
to  parking  or  blank  walls,  planning  controls  can  be  at  odds  with  good 
place-making,  unnecessary  oversight  is  imposed  on  projects  that  ought  to 
be  allowed  as  of  right,  materials  detail  can  be  inappropriate  to  a  proud  city. 

And  the  public  realm  has  suffered  over  time  as  a  result  of  the  accommo- 
dation of  automobiles  over  other  ways  of  moving  about,  which  has  not 
been  successful  even  for  those  who  drive.  It  has  degraded  our  streets  as 
places  for  people,  and  as  a  system  for  moving  about  by  foot,  bike,  transit, 
and  auto. 

Many  San  Franciscans  know  that  something  is  wrong  with  our  current 
practices,  and  even  the  most  civic-minded  have  begun  to  respond  to 
change  by  opposing  it.  If  they  do  not  try  to  stop  a  project,  people  demand 
changes  that  sometimes  seem  to  be  more  about  unfocused  frustration  than 
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about  creating  good  new  development  that  could  benefit  a  neighborhood. 
They  have  little  evidence  that  change  can  improve  their  neighborhood  and 
help  create  and  maintain  if  not  strengthen  its  qualities  of  place.  It  became 
clear  through  our  community  discussions  that  we  need  to  resolve  to  build 
well  if  we  are  to  retain  our  role  as  a  vibrant,  world-class  city,  and  if  we  are 
to  accommodate  change  gracefully.  Meeting  these  challenges  head  on  is  the 
goal  of  the  Better  Neighborhoods  Program. 

The  Better  Neighborhoods  Program  is  a  tool  kit  for  building  well  and  with 
a  sense  of  place.  It  calls  for  a  few  simple  things  that,  together,  are  the  keys 
to  good  San  Francisco  place-making.  Recognizing  that  population  growth 
is  both  inevitable  and  beneficial,  it  calls  for  building  housing — as  much  as 
possible  at  an  appropriate  scale  and  as  affordably  as  possible — in  neighbor- 
hoods well-served  by  transit  and  other  urban  services  and  amenities.  It  calls 
for  strong  neighborhood  commercial  cores  that  allow  people  to  satisfy 
their  daily  needs  by  walking  and  bicycling  and  without  the  need  to  rely  on 
an  auto.  It  calls  for  gracious  streets  and  public  spaces  that  serve  everyone 
well  and  that  are  the  life-blood  of  neighborhood  life.  And  it  asks  that  we 
design  and  build  well  and  with  care,  at  a  human  scale  and  with  respect  for 
the  public  realm.  We  know  how  to  do  all  this.  We  need  only  to  want  to 
begin. 

This  public  review  draft  describes  the  ways  to  achieve  these  goals  in  the 
Balboa  Park  Station  Area.  This  is  not  the  end  of  the  community  dialogue, 
but  really  just  its  mid-point.  The  plans  are  now  being  brought  back  to  the 
neighborhoods  for  more  consideration,  review,  comment,  and  discussion, 
in  the  hopes  of  crafting  a  coherent  set  of  policies  that  will  offer  the  best 
possible  solutions  among  many  differing  interests. 
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Why  Plan  a  Better  Neighborhood  Here  |  A  Walk  Through  the  Station  Area  of  the  Future 
|  Realizing  the  Vision:  Eleven  Key  Strategies  |  How  to  Use  This  Plan 


An  Overview  of  the  Plan 


This  section  provides  an  overview  of  the  plan  and  the  plan- 
ning area.  It  describes  why  Balboa  Park  was  chosen  as  one 
of  the  Better  Neighborhoods  Program's  three  pilot  neighbor- 
hoods, gives  an  overview  of  the  major  elements  of  the  plan 
through  the  eyes  of  someone  walking  through  the  neighbor- 
hood of  the  future,  outlines  eleven  key  strategies  that  are 
needed  to  realize  the  vision  of  the  plan,  and  shows  you  how 
to  use  this  plan. 
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Why  Plan  a  Better  Neighborhood  Here? 

Perhaps  no  place  in  the  city  offers  a  clearer  opportunity  to  further  the  goals 
of  the  Better  Neighborhoods  Program  than  the  Balboa  Park  Station  Area. 
Why  does  this  oudying  neighborhood  play  an  important  part  in  the  city's 
future?  Why  plan  a  Better  Neighborhood  here? 

First,  the  station  area  contains  untapped  resources  that  can  and 
should  benefit  the  neighborhood  and  the  city  as  a  whole.  Any  visitor 
to  the  station  and  surrounding  environs  can  see  what  doesn't  work  here:  the 
generally  pleasant,  tight,  urban  fabric  of  this  part  of  the  city— small,  closely 
spaced  houses  and  fine-grained,  walkable  shopping  districts— is  broken  near 
the  station  by  large,  underdeveloped  parcels  of  land  that  lend  the  area  a 
bleakness.  Streets  are  not  friendly  to  pedestrians  and  transit  facilities  do  not 
function  well  for  users. 

But  many  of  the  area's  apparent  liabilities  actually  carry  the  seeds  of  a  better 
future.  They  are  assets  that,  if  properly  managed,  will  both  improve  the 
neighborhood  and  help  to  further  some  citywide  objectives:  large,  underused 
parcels  of  land  can  be  developed  with  housing  and  other  uses  that  will  bring 
with  it  people  and  activity  while  also  providing  a  much-needed  addition  to  the 
city's  housing  stock.  At  the  same  time,  transportation  facilities,  which  currently 
do  not  work  well,  can  be  reconfigured  and  improved,  benefiting  both  the 
neighborhood  and  the  citywide  transportation  network 

Second,  despite  many  valuable  assets,  the  area  lacks  a  strong  heart. 

The  Balboa  Park  Station  Area  has  a  multitude  of  schools,  diverse  and 
stable  neighborhoods,  committed  neighborhood  activists,  and  excellent 
transportation  connections.  But  its  "heart"  around  the  station  and  the 
Ocean  Avenue  Neighborhood  Commercial  District  contributes  litde  sense 
of  place  to  help  tie  the  neighborhood  together.  The  station  is  bleak  and 
windswept.  Connections  between  different  transportation  modes  are 
dysfunctional.  City  College's  main  campus— host  to  more  than  25,000 
people  per  day-is  an  island  not  well  connected  to  the  transportation  hub 
nor  the  rest  of  the  community.  The  area's  major  streets  are  unfriendly  for 
pedestrians  and  bicyclists  as  well  as  clogged  for  cars  and  public  transit. 
Ocean  Avenue  and  the  1-280  freeway  serve  as  barriers  between  neighbor- 
hoods when  they  should  be  seams  connecting  them. 

Third,  public  improvement  projects  happening  now  need  to  be 
coordinated  if  they  are  to  serve  the  community  well.  In  the  last 
several  years,  change  has  begun  to  occur  in  this  community:  BART  is 
planning  major  renovations  to  its  station;  Muni  has  agreed  to  work  with  the 
community  to  renovate  the  historic  Geneva  Office  Building;  Muni  has 
begun  its  Ocean  Avenue  improvement  project;  City  College  is  embarking 
on  a  major  campus  master  planning  process;  new  development  is  starting 
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to  appear  on  Ocean  Avenue  These  are  all  signs  of  positive  change  in  the 
community,  but  they  will  not  be  effective  if  imagined  and  implemented 
piece  by  piece  in  a  vacuum.  These  efforts  need  to  be  coordinated  with  one 
another  and  with  an  overall  blueprint  for  change  in  the  neighborhood. 

Fourth,  community  members  have  shown  an  incredible  will  for 
positive  change.  The  tireless  efforts  of  community  members  have 
catalyzed  the  various  improvement  efforts  now  underway  in  the  plan  area. 
It  was  at  their  request  that  the  Balboa  Park  Station  Area  Plan  was  initiated  in 
1999.  Though  certainly  not  everyone  agrees  on  all  issues,  it  has  been  out  of 
the  very  active  debate  and  discussion  with  many  community  members  that 
the  proposals  in  this  public  review  draft  have  been  developed.  Only  this 
level  of  continued  participation  can  ensure  that  these  proposals  will  be 
implemented. 


Draft  for  Public  Review  |  October  2002 
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A  Walk  Through  the  Station  Area  of  the  Future 

In  the  station  area  of  the  future,  things  are  connected,  instead  of  separated. 
Streets  are  redesigned  to  move  people — pedestrians,  bicyclists  and  transit 
riders — as  well  as  motorists.  Everyone  is  well  connected  to  the  transit 
station,  which  is  the  neighborhood's  gateway  to  the  rest  of  the  city  and  the 
region.  It  is  much  easier  for  people  to  satisfy  their  daily  needs  without  using 
a  car.  People  live  around  the  station  itself  and  along  the  main  streets,  in  new 
housing  constructed  above  street-front  shops  and  services.  City  College's 
campus  is  integrated  better  with  the  neighborhood,  and  its  students  and 
faculty  frequent  its  shops  and  restaurants.  The  surrounding  residential 
neighborhoods  remain  unchanged,  but  enjoy  their  proximity  to  the  revital- 
ized main  streets. 

The  BART  station — one  of  the  busiest  in  all  of  the  Bay  Area  —  is  recon- 
structed. The  new  transit  station  is  much  warmer  in  its  design,  and  more 
transparent.  It  has  several  entrances  convenient  to  people  coming  from 
different  directions.  Inside,  people  board  BART  to  get  downtown  or  to 
the  airport  quickly,  or  even  to  the  East  Bay  or  the  Peninsula.  They  can  also 
board  Muni  Metro  streetcars  to  West  Portal,  San  Francisco  State  University, 
Noe  Valley,  and  many  other  places.  Outside,  the  noise  and  fumes  of 
Interstate  280  have  been  reduced  by  decking  the  freeway  between  Ocean 
and  Geneva  Avenues.  The  deck  was  built  when  the  intersections  where  the 
freeway  ramps  meet  city  streets  were  rebuilt  to  be  more  efficient  for  cars 
and  more  pleasant  for  pedestrians  and  bicyclists.  It  joins  a  once-divided 
neighborhood,  and  creates  "new  land,"  precious  in  San  Francisco.  The  deck 
accommodates  buses,  taxis,  private  autos,  and  shuttles,  as  well  as  some  new 
buildings  and  public  open  space. 

The  transit  station  is  part  of  a  new  transit  station  neighborhood  that 
provides  a  safe,  attractive,  and  interesting  place  for  people  using  BART  and 
Muni .  There  is  information  guiding  travelers  to  their  destination  and 
alerting  them  when  their  bus  or  train  is  about  to  arrive,  and  there  are  places 
for  people  to  get  a  cup  of  coffee,  eat  lunch,  pick  up  dry  cleaning  or  just 
take  in  the  scene.  TheTransit  Station  Neighborhood  is  now  also  a  place 
where  people  live.  There  is  well-designed  housing  around  the  station  on 
Muni,  BART  and  school  district  property.  People  choose  to  live  here 
because  of  the  easy  transit  access.  The  goods  and  services  people  need 
every  day  are  right  at  hand,  and  the  rest  are  a  short  walk,  bike  ride,  or 
transit  trip  away.  Some  but  not  all  of  these  new  residents  own  cars  they  use 
on  occasion,  but  many  others  use  shared  community  cars.  Because  the 
neighborhood  is  now  active  late  into  the  night,  people  watch  out  for  each 
other,  and  it  feels  safe  and  secure  both  day  and  night. 

The  Ocean  Avenue  Neighborhood  Commercial  District  is  now  thriving. 
The  heart  of  the  district  is  only  a  short  walk  from  Balboa  Park  Station,  and 
the  two  areas  seem  very  connected  to  one  another.  New,  interesting 
buildings  and  public  open  spaces  line  the  north  side  of  Ocean  Avenue  west 
of  Phelan  Avenue.  There  is  an  exciting  new  entrance  to  the  City  College 
campus,  through  an  active  public  plaza  that  serves  as  a  community  gather- 
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ing  place.  Shops  face  the  street,  and  people  live  above.  This  new  develop- 
ment helps  to  fill  what  was  an  unpleasant  void.  Realizing  how  close  the 
Ocean  Avenue  Neighborhood  Commercial  District  is  to  the  transit  station, 
more  people  choose  to  live  throughout  the  commercial  district  in  apart- 
ments and  condominiums  above  shops  along  Ocean  Avenue.  They  enliven 
the  street,  make  it  safer,  and  provide  more  customers  for  the  businesses 
there.  A  new  branch  library  adds  to  the  activity. 

City  College  remains  an  important  part  of  the  neighborhood,  straddling 
the  transit  station  neighborhood  and  the  Ocean  Avenue  Neighborhood 
Commercial  District.  But  as  the  campus  has  expanded  and  developed  to 
keep  pace  with  the  demands  of  its  educational  mission.  It  has  reached  out 
to  the  surrounding  neighborhood.  Many  of  the  new  campus  buildings  are 
close  to  the  transit  station,  helping  connect  the  college  to  transit  and  provid- 
ing a  new  gateway  to  the  college.  It  is  now  easier  to  use  transit  to  get  to 
City  College,  and  fewer  students  find  it  necessary  to  drive.  BART  has 
renamed  the  station  "Balboa  Park  /  City  College  Station."  On  the  western 
side  of  the  campus,  the  college  has  used  part  of  the  Balboa  Reservoir  to 
build  a  new  performing  arts  center,  linked  to  Ocean  and  Phelan  Avenues. 
Students  and  faculty  frequent  the  commercial  district  now,  helping  to 
enliven  it  and  to  support  a  wider  variety  of  shops  and  services. 


Overview 


A  Walk  Through  the  Station  Area  of  the  Future 


Major  streets  have  been  redesigned  to  be  friendly  and  comfortable  for 
pedestrians  and  bicyclists.  Sidewalks  are  wider  and  intersections  are  calmed. 
Trees  and  benches  and  other  amenities  are  provided,  particularly  around 
transit  stops.  Priority  is  given  to  buses  and  streetcars.  Cars  no  longer 
dominate.  The  width  between  curbs  has  been  narrowed  on  many  residen- 
tial streets  where  they  intersect  with  major  streets.  On  residential  streets  now, 
slow,  local  auto  traffic  shares  the  street  space  with  pedestrians,  bicyclists, 
and  playing  children. 
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Realizing  the  Vision:  Eleven  Key  Strategies 

The  following  key  strategies  are  the  heart  of  this  plan  and  will  be  necessary 
to  bring  about  the  vision. 

Key  Strategy  #1 :  Design  Streets  for  People 

Well  designed,  multi-functional  streets  are  the  most  important  of  all  urban 
public  spaces.  Streets  must  be  comfortable  for  pedestrians  and  functional 
for  all  types  of  travel.  The  three  main  streets  in  the  plan  area — Geneva, 
Ocean  and  San  Jose  Avenues — should  emphasize  pedestrian,  bicycle,  and 
transit  movement,  while  allowing  for  auto  travel.  On  smaller  streets  the 
comfort  of  pedestrians  is  paramount. 

Key  Strategy  #2:  Create  A  System  of  Parks,  Plazas,  and 
Open  Space 

A  system  of  open  spaces  is  a  critical  part  of  a  successful  urban  neighbor- 
hood. A  variety  of  usable  and  comfortable  open  spaces  should  be  pro- 
vided throughout  the  plan  area.  Balboa  Park  should  be  better  connected  to 
the  surrounding  neighborhoods,  while  carefully  designed  new  open  spaces 
will  bring  life  to  the  Transit  Station  Neighborhood  and  the  Phelan  Loop 
area. 

Key  Strategy  #3:  Encourage  New  Mixed-Use  Infill  Development, 
Emphasing  Housing 

Successful  San  Francisco  neighborhoods  usually  include  peaceful  residential 
enclaves  surrounding  a  vibrant,  mixed-use  commercial  core.  A  key  to 
revitalizing  the  area  is  to  bring  more  people  to  live  along  its  commercial 
spine  and  the  around  the  transit  hub. 

Key  Strategy  #4:  Build  with  a  Sense  of  Place 

The  distinctive  and  attractive  qualities  of  an  area  derive  in  great  part  from 
the  design  of  individual  buildings  and  the  way  in  which  these  buildings 
come  together  to  form  the  public  realm.  The  built  environment  provides 
the  setting  for  people  to  meet  and  interact  informally;  it  shapes  the 
neighborhood's  range  of  social  experiences.  In  the  best  cases,  the  defining 
qualities  of  buildings  along  the  street  create  a  kind  of  "urban  room," 
comfortable  at  the  pedestrian  scale,  where  the  public  life  of  the  neighbor- 
hood thrives. 

Key  Strategy  #5:  Make  Public  Transit  Work 

Great  public  transit  is  one  of  the  attributes  that  make  this  neighborhood 
special.  Balboa  Park  Station  is  one  of  the  city's  most  important  transit  hubs. 
Improving  transit  service  through  the  plan  area  and  making  the  station 
work  well  will  bring  the  whole  city  and  all  it  has  to  offer  within  even  easier 
reach  of  this  neighborhood. 


Draft  for  Public  Review  |  October  2002 


10 


Overview 


Realizing  the  Vision:  Eleven  Key  Strategies 


Key  Strategy  #6:  Get  Parking  Right 

Balanced  parking  policies  are  critical  to  creating  a  livable  neighborhood. 
Parking  should  be  provided  where  needed,  but  care  should  be  taken  to 
avoid  the  oversupply  of  parking.  Parking  should  be  prioritized  for  resi- 
dents in  the  neighborhoods,  for  customers  in  the  commercial  district,  and 
for  non-commute  transit  riders  and  users  of  the  Balboa  Park  Station  area. 

Key  Strategy  #7:  Revitalize  the  Ocean  Avenue  Neighborhood 
Commercial  District 

A  healthy  San  Francisco  neighborhood  commercial  district  primarily  serves 
surrounding  residents.  The  Ocean  Avenue  Neighborhood  Commercial 
District  fills  some,  but  not  all,  of  the  local  population's  needs.  A  program 
combining  physical  improvements,  new  development,  and  marketing 
strategies  could  dramatically  revitalize  this  neighborhood  commercial 
district. 

Key  Strategy  #8:  Integrate  City  College  Into  the  Community 

City  College  represents  an  important  but  under-realized  asset  for  the 
neighborhood.  Currently,  the  campus  is  inward  focused  and  disconnected 
from  the  neighborhood.  As  the  college  grows  in  the  future,  it  should  reach 
out  and  connect  to  the  Transit  Station  Neighborhood  and  the  Ocean 
Avenue  Neighborhood  Commercial  District,  helping  to  enliven  the  area 
and  provide  customers  for  businesses,  and  at  the  same  time  reducing  the 
institution's  impacts  on  the  surrounding  residential  neighborhoods. 

Key  Strategy  #9:  Realize  the  Potential  of  the  Balboa 
Reservoir 

The  Balboa  Reservoir  represents  one  of  the  largest  remaining  undeveloped 
sites  in  San  Francisco.  The  owners  of  this  piece  of  land — particularly 
because  they  are  public  agencies  —  have  a  responsibility  to  use  it  in  a 
manner  that  will  best  benefit  the  neighborhood,  the  city,  and  even  the 
region  as  a  whole. 

Key  Strategy  #10:  Enrich  the  Plan  Area  with  Public  Art 

Art  plays  an  important  role  in  enhancing  buildings  and  public  spaces, 
and  artists,  involved  from  the  beginning  in  their  design,  can  help  make 
them  successful.  A  coordinated  art  program  will  gready  enhance  the 
neighborhood  as  a  place  to  live,  work,  and  go  to  school. 

Key  Strategy  #11:  Protect  and  Enhance  the  Surrounding 
Neighborhoods 

The  residential  neighborhoods  surrounding  the  plan  area  will  gready 
benefit  from  proximity  to  revitalized  main  streets,  improved  transit, 
and  civic  streets.  However,  the  plan  does  not  include  significant  direct 
changes  to  these  areas. 
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How  to  Use  this  Document 

This  document  is  in  five  sections. 
Section  1  is  this  introduction. 

Section  2  describes  the  plan  area,  discusses  its  assets  and  opportunities,  and  summa- 
rizes the  community  involvement  process  that  has  shaped  the  plan. 

Section  3  discusses  each  of  the  key  strategies,  including  principles,  policies,  and 
guidelines  with  which  the  plan  will  bring  about  the  vision. 

Section  4  applies  the  goals,  and  policies  from  Section  3  to  two  detailed  develop- 
ment programs  for  key  parts  of  the  plan  area:  the  Transit  Station  Neighborhood  and  the 
Phelan  Loop  Area, 

Section  5  is  an  implementation  program  for  the  improvements  described  in  this 
plan.  [Section  5  is  not  included  in  this  public  review  draft,  but  will  be  added  at  a  later 
time.] 

This  plan  is  intended  for  several  audiences. 

The  Planning  Department,  Planning  Com/Mission,  and  Board  of  Supervisors  will  use  it  to  guide 
re-zoning  or  other  regulatory  actions  within  the  plan  area,  to  evaluate  development 
proposals,  to  work  with  architects  and  developers  to  achieve  goals  stated  in  the  plan, 
and  to  coordinate  the  actions  and  plans  of  institutions  and  agencies  such  that  they 
progress  toward  the  vision  of  this  plan.  The  Planning  Department  will  use  this  plan 
to  make  recommendations  to  the  Planning  Commission  as  to  whether  to  approve 
or  disapprove  development  proposals  based  on  their  consistency  with  this  plan. 

This  plan  will  provide  a  guide  for  other  city  departments,  agencies,  and  commissions  in  their 
decisions  affecting  the  plan  area.  For  example,  the  Department  of  Public  Works, 
which  oversees  the  city's  streets  and  sidewalks,  will  use  the  plan  to  evaluate  requests 
for  the  expansion  of  sidewalks;  MUNI  will  use  the  plan  to  guide  transit  investments; 
and  the  Department  of  Recreation  and  Parks  will  tailor  plans  for  new  open  space 
and  community  facilities  to  the  plan. 

This  plan  will  inform  developers,  architects,  and  engineers  of  issues  of  concern  to  the 
neighborhood,  quantitative  and  qualitative  guidelines  which  must  be  followed  in 
development,  goals  to  be  achieved,  and  policies  and  standards  by  which  their  work 
and  proposals  will  be  judged 

This  plan  is  also  meant  as  a  continuing  tool  for  the  neighborhood  and  community  at  large. 
Hopefully,  this  plan  will  provide  a  vision  for  development  around  which  dozens  can 
rally.  It  will  further  provide  general  education  and  awareness  about  the  future 
development  in  the  area  so  that  residents  can  know  what  to  expect  as  the  area 
changes.  This  plan  provides  the  basis  for  the  community  to  pressure 
institutions,  developers,  and  city  and  state  agencies  to  tailor  their  proposals 
with  an  eye  to  consistency  with  this  plan,  and  a  legal  basis  to  hold  these 
players  to  an  established  vision. 
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This  section  defines  the  plan  area,  characterizes  its  subar- 
eas,  and  summarizes  the  community-based  planning  and 
community  goals  that  have  informed  this  draft  plan. 
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The  Plan  Area 

The  Balboa  Park  Station  is  in  south  central  San  Francisco.  The  station, 
though  near  the  southern  edge  of  the  city,  sits  at  a  remarkable  confluence 
of  transportation  facilities,  including  BART,  three  Muni  Metro  light  rail 
lines,  eight  Muni  bus  lines  and  the  1-280  freeway.  The  station  is  surrounded 
by  stable  residential  neighborhoods  and  the  main  campus  of  City  College 
of  San  Francisco,  which  attracts  more  than  20,000  people  per  day  for  study 
or  work.  There  are  four  main  streets  in  the  plan  area — Geneva,  Ocean,  San 
Jose,  and  Phelan  Avenues.  The  Ocean  Avenue  Neighborhood  Commercial 
District,  an  important  neighborhood  shopping  district,  is  also  part  of  the 
plan  area. 


The  "plan  area"  for  the  Balboa  Park  Station  Area  Plan  consists  primarily  of 
those  parcels  fronting  on  Ocean,  Geneva  and  San  Jose  Avenues.  In  the 
surrounding  residential  neighborhoods  the  plan  proposes  no  new  develop- 
ment or  changes  in  land  use  controls.  There  are,  however,  recommenda- 
tions for  supportive  parking  policies,  traffic  calming,  and  street-tree 
programs  in  these  neighborhoods. 


The  plan  area 
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Transit  Station  Neighborhood  overview 


Looking  east  toward  the  station  along 
Geneva  Avenue 


Transit  passengers  walk  through  rail  yard  to 
access  street  cars  and  BART  from  San  Jose 
Avenue 


Subarea  Characterizations 

The  plan  area  is  best  characterized  by  subarea.  The  following  is  an  over- 
view of  each. 

Transit  Station  Neighborhood 

The  Transit  Station  Neighborhood  refers  to  the  subarea  immediately  surround- 
ing the  Balboa  Park  Station.  It  is  bounded  by  Interstate  280  to  the  west  and 
residential  neighborhoods  on  all  other  sides.  Portions  of  Ocean,  Geneva, 
and  San  Jose  Avenues  cross  through  this  area. 

This  subarea  is  dominated  by  four  transit  facilities:  the  Balboa  Park  BART 
Station  and  three  Muni  light  rail  storage  and  maintenance  facilities  (the 
Green,  Upper,  and  Geneva  Yards).  These  facilities  are  integral  to  the  city 
and  regional  transit  systems.  It  is  important  to  protect  their  function  so  that 
transit  service  in  the  city,  and  even  in  the  region,  will  not  suffer. 

No  other  San  Francisco  location  outside  of  downtown  approaches  the 
level  of  transportation  accessibility  offered  at  or  near  the  station.  It  is  the 
fifth  busiest  station  in  the  system,  after  the  four  downtown  San  Francisco 
stations,  and  provides  high-speed,  high-frequency  service  to  downtown  San 
Francisco  and  the  East  Bay.  In  2002  when  the  SFO  extension  opens,  this 
area  will  have  connections  not  just  to  the  airport  but  to  all  of  Silicon  Valley. 
When  Caltrain  Baby  Bullet  service  begins  in  2005,  transit  travel  time  to 
Silicon  Valley  will  be  faster  than  driving. 

Overall,  though  many  people  pass  through  this  area  daily  on  foot  and  by 
car,  it  lacks  a  distinctive  sense  of  place.  Uninteresting  and  traffic-clogged 
streets,  sidewalks  that  are  too  narrow  for  the  number  of  pedestrians,  and 
lack  of  pleasant  waiting  areas  make  this  one  place  to  travel  through  quickly 
rather  than  to  stay  and  linger.  There  is  nothing  in  the  area  other  than  the 
station  itself  to  generate  activity,  attract  people,  or  create  a  feeling  of  safety. 
There  is  almost  no  place  for  the  thousands  of  people  using  the  station 
daily  to  so  much  as  buy  a  cup  of  coffee.  The  area  is  not  a  place.  
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Balboa  Park  Station 

A  few  statistics  underscore  the  station's 
importance  as  a  transit  hub. 

•  Travel  time  to  downtown  San 
Francisco  on  BART  is  only  12 
minutes. 

•  Travel  time  SFO  will  be  only  18 
minutes. 

•  BART  trains  arrive  only  minutes 
apart  during  peak  periods. 

•  Balboa  Park  handles  over  27,000 
passengers  each  day  on  BART,  and 
many  more  on  Muni  streetcars  and 
buses. 

•  The  station  is  an  important  transfer 
point:  more  than  half  of  those 
boarding  BART  at  Balboa  have 
arrived  on  Muni,  and  more  than  half 
of  those  boarding  Muni  have  arrived 
on  BART.  And  30  percent  of  Muni 
riders  are  transferring  from  one  Muni 
line  to  another. 

•  About  one-quarter  of  BART  passen- 
gers arrive  at  the  station  by  car,  much 
lower  than  the  system  average  of  50 
percent. 


Plan  area  boundary 

Existing  transit  service 


At  present,  however,  the  station's  importance  as  a  transit  hub  is  not 
matched  by  its  layout  nor  by  its  quality  of  passenger  experience. 

•  Passenger  amenities,  including  shelter,  seating,  retail  facilities,  and 
information,  are  almost  completely  absent. 

•  The  station  area  is  windswept  and  cold,  with  little  protection 
from  the  elements. 

•  Waiting  areas  are  overcrowded. 

•  Because  the  BART  station  is  more  heavily  used  than  originally 
conceived,  its  circulation  and  station  exiting  functions  are  over- 
whelmed, causing  congestion.  Further,  because  there  is  no  direct 
pedestrian  access  from  Ocean  Avenue  and  City  College,  out  of 
necessity  many  passengers  currendy  take  "shortcuts"  through  the 
Muni  maintenance  yard. 

•  Links  between  transportation  modes  are  poor.  The  boarding 
points  for  the  K-Ingleside  and  J-Church  lines  are  inside  the  Muni 
maintenance  facility,  interfering  with  operations  and  creating  a 
safety  problem.  Pedestrian  links — particularly  from  the  M- 
Oceanview  to  the  BART  station,  and  from  all  lines  to  the  49-Van 
Ness/Mission  bus  on  Ocean  Avenue — are  extremely  poor  and  not 
well  marked.  Many  links  force  passengers  to  cross  busy  streets. 

•  Bus  stops  are  situated  on  crowded  sidewalks  with  minimal  shelter,  in 
spite  of  the  large  volumes  of  passengers  (up  to  75  per  bus)  who 
board  here. 


Transit  operations  are  constrained  and  delayed  by  conflicts  with  other 
vehicles  in  the  streets  around  the  station. 
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Interstate  280 

Interstate  280  runs  in  a  cut  along  the  western  edge  of  the  transit  station, 
acting  as  a  barrier  between  the  eastern  and  western  portions  of  the  plan 
area.  The  Ocean  and  Geneva  Avenue  overpasses  are  unpleasant  to  cross 
for  pedestrians.  Six  on-  and  off-ramps  connect  to  the  freeway,  providing 
good  vehicular  access,  but  making  pedestrian  travel  across  the  freeway 
overpasses  difficult. 

Balboa  Park 

The  Balboa  Park  subarea  occupies  the  entire  northern  frontage  of  Ocean 
Avenue  between  1-280  and  San  Jose  Avenue  and  extends  to  Havelock 
Street  on  the  north.  This  park  provides  four  baseball  fields,  two  large 
multi-use  fields,  tennis  courts,  a  swimming  pool,  and  other  park  amenities. 
It  is  the  largest  public  open  space  within  the  plan  area,  and  is  used  by  locals 
and  visitors  from  throughout  the  city.  However,  access  into  the  park  is 
prohibited  from  Ocean  Avenue,  and  views  into  the  park  from  Ocean 
Avenue  and  portions  of  San  Jose  Avenue  are  screened  by  dense  vegetation. 
It  is  further  separated  from  the  western  half  of  the  plan  area  by  1-280. 

Ocean  Avenue  Neighborhood  Commercial  District 

The  Ocean  Avenue  Neighborhood  Commercial  District  subarea  extends 
along  Ocean  Avenue  from  Phelan  Avenue  west  to  Manor  Drive.  Muni's  K- 
Ingleside  streetcar  line  runs  along  Ocean  Avenue,  providing  convenient 
transit  service  between  the  neighborhood  commercial  district,  its  surround- 
ing neighborhoods,  and  other  parts  of  the  city,  including  downtown. 

Businesses  here  include  neighborhood-serving  shops  and  services  such  as 
restaurants,  clothing  stores,  personal  services  (i.e.  laundry,  barbers,  shoe 
repair  shops,  etc.),  and  other  stores  that  provide  a  wide  variety  of  mer- 
chandise. The  commercial  district  is  not  as  economically  successful  today  as 


Ocean  Avenue  Neighborhood  Commercial  District  subarea 
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Pedestrian-oriented  neighborhood-serving 
retail  on  Ocean  Avenue 


it  may  have  been  in  the  past.  Many  area  residents  travel  elsewhere  to  shop 
at  other  retail  centers,  supermarkets,  and  specialty  shops,  and  may  only 
occasionally  shop  along  Ocean  Avenue.  Significandy,  few  City  College 
students  currently  shop  in  the  district. 

Most  of  the  commercial  district  reflects  the  form  of  a  traditional  San 
Francisco  neighborhood  commercial  street,  with  an  almost  unbroken 
streetwall  and  street-front  buildings  generally  linked  together  in  a  tighdy  knit 
pattern.  Most  buildings  are  built  up  to  the  sidewalk  and  their  facades 
address  the  street.  Storefronts  are  generally  continuous,  with  few  garages 
and  driveways  interrupting  the  sidewalks.  However  a  cluttered  streetscape 


Kragen  site  on  Ocean  Avenue  adjacent  to 
Phelan  Loop 


The  Phelan  Loop  on  Ocean  Avenue 
(looking  northeast) 


and  the  inconsistent  signage,  awnings,  storefront  facades,  and  eaves  of  the 
ground  floor  retail  businesses  disrupt  the  street-front  character.  Some  of 
the  buildings  have  been  altered  so  that  they  do  not  reflect  their  original 
architectural  intent 

The  traditional  pattern  of  continuous  street-front  shops  is  disrupted  along 
the  north  side  of  Ocean  Avenue  between  Phelan  and  Plymouth  Avenues  in 
the  Phelan  Loop  Area,  where  the  open  development  pattern  stands  in 
sharp  contrast  to  the  traditional  unbroken  streetwall  found  elsewhere  in  the 
commercial  district.  The  parcel  sizes  here  are  larger  and  some  land  uses  in 
this  section  are  auto-oriented  strip  commercial  in  nature,  with  individual 
stores  set  back  from  the  street  behind  surface  parking  lots.  A  largely 
undeveloped  site  in  the  middle  of  this  stretch,  the  Phelan  Loop  itself,  serves 
as  a  Muni  bus  turn-around  and  layover  area.  This  section  of  Ocean  Avenue 
is  bleak  and  uninteresting,  with  fewer  shops  and  services  than  the  remainder 
of  the  commercial  district  to  the  west,  making  it  difficult  to  draw  people 
from  City  College  into  the  heart  of  the  commercial  district. 

City  College 

The  main  campus  of  City  College  of  San  Francisco  lies  east  and  outside  of 
the  Ocean  Avenue  Neighborhood  Commercial  District  along  the  north 
side  of  Ocean  Avenue.  The  college  is  bounded  by  Ocean  and  Phelan 
Avenues,  1-280,  and  residential  neighborhoods  to  the  north. 


Phelan  Loop  bus  turnaround 
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City  College  subarea 


The  campus  is  active  and  busy,  but  because  of  its  poorly  defined  entries 
and  uninviting  edges  it  is  isolated  from  surrounding  neighborhoods.  The 
insular  campus  is  reminiscent  of  a  rambling  suburban  college  campus, 
rather  than  a  tight-knit  urban  campus.  Campus  facilities  are  set  back  from 
the  public  streets,  and  most  campus  activity  is  far  removed  from  the  street. 
At  the  same  time  some  campus  related  activities,  such  as  parking,  spill  into 
adjacent  neighborhoods. 

Daily  attendance  at  this  campus  is  between  20,000  and  30,000.  Substantial 
numbers  use  Ocean  and  Geneva  Avenues  to  walk  between  the  Balboa  Park 
Station  and  City  College.  But  the  character  of  these  streets  is  more  that  of 
auto  throughways  than  of  local-serving,  pedestrian-friendly  streets,  resulting 
in  an  unpleasant  pedestrian  environment  and  numerous  potential  auto  and 
pedestrian  conflicts.  This  situation  is  worsened  by  steep  grades  and  high 
volumes  of  fast-moving  traffic.  Pedestrian  crossings  are  difficult  due  to 
wide  streets,  irregular  and  unsafe-feeling  intersections  like  the  one  at  Phelan 
Avenue,  and  a  freeway  off-ramp  that  does  not  require  drivers  to  stop  as 
they  exit  onto  Ocean  Avenue.  There  are  no  businesses  or  shops  along 
Ocean  Avenue  adjacent  to  the  campus. 


  iK<-  ~ 


City  College  presents  a  blank  edge  to  Ocean  Avenue  near  the  transit  station 
Balboa  Reservoir 


A  large,  empty  reservoir,  the  Balboa  Reservoir,  is  located  across  Phelan 
Avenue  from  City  College,  bounded  by  Riordan  High  School,  the 
Westwood  Park  residential  neighborhood,  and  the  Ocean  Avenue  Neigh- 
borhood Commercial  District.  The  reservoir  is  more  than  25  acres  in  size, 
lined  with  asphalt,  and  depressed  approximately  35  feet  below  Phelan 
Avenue  at  its  northern  edge.  The  reservoir,  which  has  never  held  water,  is 
divided  into  two  basins,  separated  by  a  berm  running  east  to  west.  The  San 
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Francisco  Public  Utilities  Commission  (SFPUC)  owns  the  north  basin, 
while  City  College  owns  the  south  basin.  The  reservoir  is  currently  used  as  a 
parking  lot  for  City  College.  The  SFPUC  and  City  College  are  discussing 
re-orienting  the  reservoir's  middle  berm  so  that  it  runs  north  to  south, 
creating  east  and  west  basins.  Under  this  scheme,  the  western  portion  of 
the  site  would  remain  a  reservoir,  capable  of  holding  water  if  necessary. 
City  College  would  own  the  eastern  portion. 


Balboa  Reservoir  subarea 


Balboa  Reservoir,  north  basin,  looking  east  at  City  College 
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Fine-grain  residential  streetscape 


Surrounding  Neighborhoods 

Stable,  mostly  residential,  neighborhoods  surround  the  public,  institutional, 
and  commercial  uses  that  comprise  the  plan  area.  The  parcel  sizes,  scale  of 
buildings,  and  level  of  activity  in  these  neighborhoods  are  much  different 
from  what  is  found  along  the  main  streets.  A  wide  variety  of  architectural 
styles,  materials,  and  building  forms  can  be  found.  Most  of  the  buildings 
are  two  or  three  stories,  although  a  few  are  single  story. 

Although  most  homes  are  within  a  close  walk  to  transit  and  schools,  an  ill- 
functioning  neighborhood  center,  and  unpleasant  pedestrian  connections 
can  make  the  neighborhoods  feel  disconnected  from  one  another  and 
from  their  commercial  heart. 
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Exploring  possibilities  at  a  community  workshop 


Community-Based  Planning  and  Community  Goals 

Beginning  in  late  1999,  the  Planning  Department  began  working  with 
residents  of  the  communities  surrounding  Balboa  Park  Station  to  imagine  a 
better  neighborhood,  discuss  the  issues  of  change  facing  the  city  and  how 
they  play  out  in  this  area,  share  ideas  and  concerns,  and  get  feedback  and 
suggestions  from  technical  experts  in  seeking  solutions. 

The  community  dialogue  that  underlies  this  plan  has  consisted  of 
public  workshops,  discussions  with  neighborhood  groups,  individual 
conversations,  and  other  events  such  as  a  neighborhood  walking  tour 
and  a  city  bus  tour. 

Early  workshops  and  meetings  focused  on  achieving  agreement  about 
what  makes  a  San  Francisco  neighborhood  work.  The  resulting  Eight 
Elements  of  a  Good  Urban  Neighborhood  formed  a  foundation  for  not  only  the 
Balboa  Park  Station  Area,  but  also  the  other  neighborhoods  being  planned 
as  part  of  the  Better  Neighborhoods  Program. 

Subsequent  sessions  turned  to  applying  the  Eight  Elements  to  the 
specific  opportunities  and  issues  in  the  Balboa  Park  Station  Area.  Part 
of  the  outcome  of  these  conversations  were  six  community  goals  to  guide 
the  development  of  the  ideas  and  policies  in  this  plan.  These  commu- 
nity goals  are: 


1.  Improve  the  transit  function  and  create  a  real  neighborhood  around 
the  station. 

2.  Create  a  safer  and  more  comfortable  environment  for  pedestrians. 

3.  Provide  more  housing  opportunities  for  a  range  of  income 
levels. 

4.  Improve  the  section  of  Ocean  Avenue  around  the  Phelan  Loop. 

5.  Provide  a  wider  range  of  shops  and  services. 

6.  Explore  ways  to  improve  the  parking  situation. 

Following  agreement  on  these  community  goals,  planning  department  staff 
worked  with  technical  consultants  and  other  agencies  to  conceive  and  refine 
the  policies  and  proposals  that  comprise  this  plan.  The  concepts  were 
presented  and  discussed  with  community  members  in  a  series  of  meetings 
and  workshops  over  a  period  of  more  than  a  year. 


Now  It's  tltrro  Lo  evaluate  the  ktets.  sift  aKsmaiitcs, 


Better  Neighborhoods  brochure,  2001 
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The  Eight  Elements  of  a  Good  Neighborhood 


as  * 


Part  of  the  dialogue  with  the  community  was  about  the  elements  that  contribure 
to  a  good  urban  neighborhood.  The  following  were  thought  to  comprise  the 
eight  elements  of  a  good  neighborhood. 

Walk  to  Shops 

A  great  neighborhood  has  stores  and  shops  that  satisfy  everyday  needs  within 
an  easy  walk  from  home.  Everyday  shops  and  services  include  comer  groceries, 
day  care,  cafes  and  restaurants,  banks,  dry  cleaners,  bakeries,  and  the  like.  An 
easy  walk  is  about  five  to  ten  minutes. 

Safe  Streets 

A  great  neighborhood  has  safe  and  friendly  streets.  In  a  great  neighborhood 
people  can  walk  without  fear  of  crime,  being  threatened  by  traffic,  or  being 
disturbed  by  excessive  noise.  People  feel  like  they  "belong"  on  neighborhood 
streets.  Residential  streets  feel  public,  and  more  like  open  space  than 
trafficways.  Streets  are  a  pleasant  part  of  the  neighborhood. 

Getting  Around  Easily 

A  great  neighborhood  has  many  choices  for  moving  to,  from,  and  within  it.  Great 
neighborhoods  find  it  easy  to  move  about  on  foot,  by  bicycle,  transit,  and  auto. 
They  accommodate  the  car,  but  allow  people  to  live  easily  without  one. 

Housing  Choices 

A  great  neighborhood  has  a  variety  of  housing  types.  A  mix  of  houses,  flats,  and 
apartments  of  various  sizes  meet  different  needs  and  preferences. 

Gathering  Places 

A  great  neighborhood  has  places  for  people  to  meet,  talk,  and  be  neighborly. 
Public  gathering  places  include  parks,  plazas,  sidewalks,  and  shops. 

City  Services 

A  great  neighborhood  has  a  full  range  of  public  services  for  residents.  Public 
services  include  parks,  schools,  police  and  fire  stations,  libraries,  and  other 
amenities. 

Special  Character 

A  great  neighborhood  has  its  own  special  character.  All  neighborhoods  are 
shaped  by  their  physical  setting,  streets,  buildings,  open  spaces,  history,  culture 
and  the  people  who  live  in  them.  In  great  neighborhoods  these  attributes 
combine  in  unique  and  memorable  ways. 

Part  of  the  Whole 

Great  neighborhoods  make  great  cities.  Great  neighborhoods  stand  out  on  their 
own,  yet  are  connected  to  the  city.  They  can  be  a  refuge  for  their  residents,  but 
also  a  part  of  the  city's  wider  community. 


Design  Streets  for  People  |  Create  Quality  Parks,  Plazas,  and  Open  Space  |  Encourage  New  Mixed-Use  Infill  Developm  t. 
Emphasizing  Housing  |  Build  with  a  Sense  of  Place  |  Make  Public  Transit  Work  |  Get  Parking  Right  |  Revitalize  the  Oc 
Avenue  Commercial  District  |  Integrate  City  College  into  the  Community  |  Realize  the  Potential  of  the  Balboa  Reservoir 
Enrich  the  Plan  Area  with  Public  Art  |  Protect  and  Enhance  the  Surrounding  Neighborhoods 


The  Balboa  Park  Station  Area  Plan  is  both  a  policy  docu- 
ment and  a  development  plan.  This  section  sets  forth 
eleven  key  strategies  and  the  policies  that  will  realize  them. 
The  development  plan  components  of  the  plan  are  con- 
tained in  Section  4,  which  follows. 

Each  key  strategy  contains  a  discussion  of  the  issues  it  is 
striving  to  address,  and  the  measurable  guides  individual 
public  and  private  actions  must  address  if  they  are  to  con- 
tribute to  achieving  the  strategy.  These  guides  are  delin- 
eated as  objectives,  policies,  principles,  standards,  and 
guidelines. 

An  objective  is  a  good  towards  which  public  and  private 
effort  must  be  directed  if  a  desired  outcome  of  the  plan  is  to 
be  achieved.  A  policy  is  an  evaluative  measure  against 
which  individual  public  and  private  actions  can  be  evalu- 
ated in  determining  whether  they  are  working  towards 
achieving  a  stated  objective  of  the  plan  or  not.  A  policy, 
more  often  than  not,  is  measurable.  A  principle  is  a  rela- 
tionship or  set  of  normative  relationships  between  elements 
of  the  physical  environment.  A  standard  is  a  measurable 
requirement  that  must  be  met  in  an  individual  project.  A 
guideline  is  a  directive  towards  which  a  project  should 
strive,  important  on  its  own,  but  often  needing  to  be  bal- 
anced against  other  competing  guidelines  so  as  to  achieve 
an  optimal  outcome. 
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1 .  Design  Streets  for  People 


M 


Art  enhancement  opportunity 


When  streetscape  improvement 
projects  are  undertaken  in  the  plan 
area,  art  enhancement  should  be  an 
integral  part  of  the  design.  This  could 
take  many  forms  -  two  possibilities  are 
decorative  sidewalk  patterning  or 
various  sorts  of  interpretive  signage 
along  busy  sidewalks. 


ore  than  any  other  single  element,  the  quality  of  streets — their 
scale  and  character — determine  the  success  or  failure  of  a 
I  neighborhood  as  a  livable  place.  We  travel  along  streets,  to  get 
from  here  to  there,  to  gain  access  to  where  we  live  and  work  and  shop. 
Public  service — police,  fire,  deliveries  of  all  sorts — depend  on  them.  We 
locate  our  municipal  hardware — water,  sewage,  and  electric  lines,  cables, 
and  more — on  them,  above  them,  and  under  them.  But  the  street  system  is 
much  more  than  a  utilitarian  system  of  connections.  It  is  where  people 
walk,  where  they  meet  each  other,  where  they  socialize,  where  they  take  in 
the  views,  where  they  see  what  merchants  have  to  offer,  where  they  get  to 
know,  first  hand,  their  cities  and  their  neighborhoods  and  their  fellow 
citizens.  Streets  connect  us  socially  and  economically.  And  they  are  either 
safe  or  dangerous,  places  to  be  or  to  stay  away  from.  Of  critical 
importance,  streets  are  owned  and  controlled  by  the  public,  and  are 
designed,  developed  and  maintained  by  the  public.  Do  all  of  these  things 
well  and  we  will  have  designed  and  set  the  character  and  quality  of  the 
neighborhood.  Do  them  badly  and  streets  will  become  barriers,  creating 
isolation  and  unpleasant  places  for  people  to  visit. 

The  streets  in  the  plan  area  are  shared  by  a  variety  of  users  including 
pedestrians,  bicycles,  autos,  buses,  and  light  rail  vehicles.  Unfortunately,  fast- 
moving  traffic,  circuitous  pedestrian  paths,  unusually  aligned  intersections, 
inconveniently  located  transit  platforms,  unpleasant  transit  waiting  areas, 
and  a  generally  cluttered  street  environment  limit  mobility  and  create  a 
confusing  and  uninviting  pedestrian  experience.  An  over-emphasis  on 
"auto-mobility"  on  these  streets  makes  pedestrians  and  transit  users  feel 
like  second-class  citizens. 

A  variety  of  improvements  to  streets  and  the  public  realm  will  enhance 
neighborhood  identity  and  ensure  that  there  is  a  balanced  mix  of  travel 
modes  with  special  attention  to  pedestrians  and  street  life.  In  some  places 
this  may  be  achieved  by  implementing  basic  improvements  to  the 
sidewalks,  while  in  others,  substantial  improvements  to  the  roadway  and 
transit  system  are  proposed.  Once  street  improvements  are  implemented 
as  part  of  an  area-wide  program,  walking,  bicycling  and  riding  transit 
through  the  area  can  become  more  convenient  and  enjoyable. 

Objective  1:  Emphasize  the  importance  of  the  main  streets  in  the  plan 
area — Ocean,  Geneva  and  San  Jose  Avenues — as  civic  spaces  as  well 
as  movement  corridors,  by  providing  for  a  balanced  mix  of  travel 
modes,  including  pedestrians,  bicyclists,  transit  and  automobiles.  the 
multi-purpose  character  of  these  streets  should  allow  them  to 
gracefully  accommodate  all  ways  of  moving  about,  but  with  special 
attention  on  pedestrians,  transit,  and  street  life. 


27 


Balboa  Park  Station  Area  Plan 


Key  Strategies 


Design  Streets  for  People 


San  Francisco  County 


San  Mateo  County 


Regional  connections 
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Fundamental  Principles  For  Street  Design 

The  following  principles  will  guide  street  design  in  the  plan  area. 


1.  Design  for  Multiple  Users 

People  in  a  city  use  streets  in  different  ways.  Streets  must  be  able  to  efficiently 
and  safely  move  pedestrians,  bicyclists  and  transit  vehicles  as  well  as  automo- 
biles; streets  must  be  multi-modal  corridors  that  meet  our  needs  to  move  large 
volumes  of  people  at  different  paces  and  by  different  means.  Streets  that 
emphasize  car  movement  over  other  types  may  in  fact  slow  down  the  trips  of 
many  people,  because  one  bus  may  carry  more  than  50  people,  as  compared 
with  an  average  of  not  much  more  than  one  person  per  car.  Streets  must 
emphasize  people  movement  above  all  else. 


2.  Design  Streets  as  Civic  Open  Space 

Streets  are  the  city's  most  important  and  ubiquitous  civic  open  space.  They  are 
not  only  utilitarian  movement  corridors;  they  are  also  are  our  public  realm—the 
primary  place  for  people  to  meet  and  socialize,  stroll,  contemplate  vistas,  peer 
in  storefronts,  and  absorb  the  diversity  that  the  city  has  to  offer  around  each 
corner.  These  great  expanses  of  public  space,  streets,  are  available  outside 
every  doorway,  accessible  to  each  and  every  resident.  We  have  a  right  to  expect 
streets  to  uplift  our  neighborhoods  and  provide  space  to  move  in  a  myriad  of 
ways  and  tempos.  Given  how  much  they  dominate  our  cityscape,  streets 
should  be  more  than  a  means  of  getting  from  A  to  B,  but  should  be  places 
worth  spending  time  in  in  and  of  themselves. 


3.  Provide  Inviting  and  Comfortable  Sidewalks 

Streets  with  inviting  and  comfortable  sidewalks  make  for  livable  and  vibrant 
neighborhoods  by  providing  common  space  for  people  to  meet  and  interact 
face-to-face  or  to  linger  alone,  watching  the  action  on  the  street.  The  character 
of  sidewalks  should  be  inviting;  they  should  provide  trees  for  shade  and  sense 
of  enclosure,  benches  and  stoops  for  rest,  sculpture  for  amusement,  and 
adjacent  windows  and  doors  that  spill  out  with  interesting  activity.  Sidewalks 
in  commercial  areas  should  be  lined  with  active  storefront  uses  such  as  shops 
and  cafes,  while  sidewalks  in  predominantly  residential  neighborhoods  should 
be  fronted  with  entries  and  landscaped  areas.  Blank,  monotonous  walls  along 
sidewalk  edges  should  be  avoided.  Safe,  comfortable  and  attractive  waiting 
areas  should  be  provided  for  streetcar  and  bus  stops,  without  restricting 
pedestrian  traffic  flow  on  sidewalks. 

Ample  Width.  Sidewalks  must  be  wide  enough  to  accommodate  the  number  of 
pedestrians  who  use  them  daily,  and  be  free  of  obstructions  such  as  utility 
boxes  and  poles.  They  should  maintain  a  minimum  width  of  1 0  feet  on  major 
pedestrian  streets,  allowing  for  a  "clear  zone"  for  pedestrian  traffic  free  of  trees, 
benches,  or  other  furniture.  In  the  commercial  district  sidewalks  must  be  able 
to  comfortably  accommodate  a  high  volume  of  foot  traffic.  Though  sidewalks 
do  not  need  to  be  extremely  wide,  they  should  be  wide  enough  to  allow 
pedestrians  to  feel  safely  buffered  from  traffic  and  to  provide  at  least  some 
space  for  outdoor  seating  and  merchandise  display. 
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Street  Trees.  Closely  spaced  and  sizeable  trees  planted  parallel  and  close  to  the 
curb,  progressing  along  the  street  up  to  the  intersection,  create  a  visual  and 
psychological  buffer  between  the  pedestrian  space  of  the  sidewalk  and 
vehicular  traffic.  More  than  any  other  single  element,  healthy  street  trees  can 
humanize  a  street,  even  a  major  traffic  street.  Trees  also  improve  air  quality  and 
provide  shade.  Street  trees  should  be  regularly  spaced.  For  all  streets  on  which 
continuous  tree  plantings  are  either  impractical  or  undesirable,  tree  clusters  are 
recommended.  Tree  clusters  are  also  an  effective  means  of  highlighting  corner 
sidewalk  widenings.  New  plantings  should  strive  to  match  the  predominate 
species  in  areas  of  existing  planting  for  consistency  of  the  pedestrian  street 
experience. 

Curb-Side  Parking.  Like  street  trees,  curb-side  parking  provides  a  physical  and 
psychological  buffer  for  pedestrians  and  other  sidewalk  activity  from  moving 
traffic.  Curb  parking  also  provides  important  short-term  drop-off,  loading,  and 
parking  space  for  shopping  trips  and  other  commercial  needs.  Maximizing  curb 
space  for  parking  is  far  preferable  to  allowing  the  proliferation  of  curb  cuts  for 
off-street  parking,  which  degrades  the  pedestrian  realm  with  cars  crossing 
sidewalks,  inactive  garage  doors,  and  potential  loss  of  street  tree  and  sidewalk 
amenity  opportunity. 

Curb  Cuts.  There  should  be  a  minimum  of  interference  caused  by  auto  traffic 
crossing  the  sidewalk  to  get  to  off-street  parking.  Driveways  between  intersec- 
tions detract  from  the  pedestrian  environment,  introducing  cars  across  busy 
sidewalks  and  making  progress  more  difficult  for  the  elderly  and  mobility- 
impaired.  Entrances  to  garages  and  parking  lots  should  always  be  located  on  side 
streets  and  not  on  main  streets  with  their  high  volumes  of  pedestrian  traffic  or 
transit  vehicles. 

Pedestrian-Scaled  Lighting.  To  create  a  more  inviting  walking  environment, 
reduce  the  hazards  of  traffic  at  night,  and  provide  security  from  crime  and  other 
perceived  dangers,  public  areas  should  have  adequate  lighting.  Although  the 
need  for  lighting  is  general,  special  attention  should  be  given  to  crosswalks  and 
to  pathways  in  parks  and  around  public  buildings.  Standard  highway-scaled 
street  lighting  over-floods  streets  with  light  and  glare  while  poorly  lighting 
sidewalks.  Smaller  human-scaled  lighting  fixtures  should  be  used  along  side- 
walks and  open  spaces.  Care  should  be  taken  to  shield  the  glare  of  any  lighting 
from  residential  properties,  as  well  as  to  use  techniques  that  carefully  direct  their 
light  in  order  to  avoid  excessive  light  pollution  of  the  night  sky. 

Places  to  Sit.  Streets  are  important  components  of  the  public  open  space 
system.  Providing  places  to  sit,  rest,  and  linger  is  critical  to  creating  activity 
nodes  for  gathering  and  actually  encouraging  people  to  occupy  street  space,  in 
addition  to  making  streets  pleasant  and  practical  for  pedestrian  travel.  Public 
benches  are  strongly  encouraged  in  the  public  right-of-way,  space  permitting. 
Sidewalk  bulbouts  can  create  larger  areas  that  can  accommodate  benches 
placed  perpendicular  to  the  sidewalk  and  tables  or  other  amenities,  and  create 
small  gathering  nodes  and  "eddies"  in  the  movement  of  the  street.  In  retail 
areas  and  on  high  pedestrian  traffic  ways,  building  owners  and  developers  are 
especially  invited  to  explore  building-edge  sitting  spaces  such  as  ledges  steps 
and  window  seats. 


30 


Key  Strategies 


1 .  Design  Streets  for  People 


4.  Design  Safe  Pedestrian  Crossings 

Crossing  streets  in  the  plan  area  can  be  uncomfortable  for  pedestrians  due  to  the 
high  speed  and  volume  of  vehicular  traffic  and  crossings  that  are  not  signalized  or 
well  marked.  Wide  streets  and  irregular  intersections  result  in  people  having  to  walk 
long  distances  to  cross  the  street.  Several  methods  should  be  employed  to  improve 
pedestrian  crossings  on  major  streets,  particularly  near  transit  stops. 

Widened  Sidewalks  at  Intersections.  Widened  sidewalks  at  corners,  also  called 
"bulb-outs,"  serve  many  functions:  1)  they  enhance  pedestrian  safety  by 
shortening  the  distance  to  cross  the  street  and  making  pedestrians  more 
visible  to  oncoming  traffic;  2)  they  create  generous  space  for  pedestrian 
queuing  to  cross  the  street;  3)  they  provide  pockets  of  neighborhood  space  for 
gathering  or  sitting;  4)  they  provide  more  space  for  public  realm  amenities, 
such  as  trees  and  landscaping;  and  5)  minimize  comer  radii  thereby  slowing 
turning  vehicles. 

Mid-Block  Bulbouts.  Mid-block  bulbouts  are  also  important  techniques  for 
creating  pedestrian  crossings  on  very  long  blocks  and  creating  more  intimate 
pockets  of  neighborhood  space  on  residential  streets  (especially  if  alternated 
with  diagonal  or  perpendicular  parking). 

Boldly  Marked  Crosswalks.  Boldly  marked  crosswalks  should  also  be  intro- 
duced to  make  drivers  more  aware  of  pedestrians. 

Improved  Off-Ramp  Design.  The  freeway  on-  and  off-ramps  present  a  particu- 
larly difficult  obstacle  for  pedestrians.  The  city  should  work  with  Caltrans  to 
change  the  way  in  which  freeway  ramps  intersect  the  city's  street  system  so 
that  drivers  are  induced  to  slow  to  surface-street  speeds.  Signalized  cross- 
walks should  be  provided  wherever  freeway  off-ramps  meet  city  streets. 


5.  Separate  Pedestrians  from  Moving  Traffic  on  Busy  Streets 

Pedestrians  should  feel  safe  from  moving  traffic  when  walking  along  sidewalks. 
Uniformly  spaced  street  trees  provide  definition  to  the  street,  clearly  identifying 
the  pedestrian  zone.  Trees  planted  closely  together  near  the  curb  also  create  a 
screen  between  the  street  and  sidewalk.  A  natural  canopy  overhead  will  frame  the 
view  of  pedestrians  into  the  active  uses  that  line  the  street,  away  from  traffic  on 
the  street. 

On-street  parking  calms  traffic  by  narrowing  the  vehicular  travel  lanes  and  also 
adds  to  the  vitality  of  a  commercial  district  by  providing  some  "quick  stop" 
parking  near  storefronts.  Both  street  trees  and  parked  cars  provide  an  important 
physical  and  psychological  buffer  between  pedestrians  and  moving  traffic. 


6.  Engineer  Streets  for  Safe  Driving  and  Pedestrian  Comfort 

Drivers  take  cues  more  than  anything  else  from  the  physical  design  of  streets.  If 
corners  and  curves  are  designed  with  very  wide  sweeping  turns,  then  drivers  will 
take  them  at  higher  speeds,  regardless  of  what  signs  may  advise.  Many  of  our 
city  streets  are  "overdesigned"  for  highway-like  speeds,  both  in  the  design  of 
comers  and  in  the  width  of  travel  lanes.  Streets  should  be  designed  with  tight 
corners  so  that  drivers  must  slow  down  at  intersections  and  when  turning, 
greatly  increasing  pedestrian  safety. 
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Space  on  city  streets  is  limited  and  often  more  space  than  necessary  is  allocated 
for  automobile  travel  lanes,  resulting  in  sidewalks  that  are  too  narrow  or  the 
elimination  of  space  for  a  bike  lane.  Wider  travel  lanes  encourage  speeding  and 
unsafe  driving  behavior,  creating  street  environments  that  are  not  pedestrian  or 
neighborhood  friendly.  The  width  of  travel  lanes  should  be  minimized  to  the 
narrowest  necessary  to  accommodate  the  expected  type  of  traffic.  Travel  lanes  for 
cars  need  only  be  1 0  feet  wide  (or  even  less  on  slow  streets  and  alleys),  unless 
heavy  trucking  or  buses  are  regularly  expected  on  the  street,  in  which  case  1 1  to 
12  feet  is  acceptable.  Parking  lanes  can  be  7.5  or  8  feet  wide. 


7.  Provide  Wayf  inding  Signage 

As  people  visit  and  walk  around  the  plan  area,  the  locations  of  amenities  and 
notable  destinations  are  not  apparent  from  all  locations.  A  system  of  wayfinding 
signage,  especially  at  a  pedestrian  scale,  would  help  increase  the  clarity  of  routes 
for  travelers. 


8.  Street  Furniture 

The  term  street  furniture  describes  all  of  the  pedestrian-oriented  amenities  and 
physical  objects  placed  in  the  street  right-of-way  to  enhance  the  public  realm 
and  character  of  the  streets. 

In  general,  street  furniture  should  be  installed  in  the  curb-side  furniture  zone  unless 
otherwise  noted.  A  clear  pedestrian  zone  of  no  less  than  four  feet  must  be  preserved  on 
the  sidewalk  at  all  times  for  pedestrian  passage.  Placement  of  street  furniture  should 
conform  to  standards  established  in  Destination  Downtown:  Streetscape  Investments 
foraWalkableCity. 

In  addition  to  the  above-mentioned  critical  elements  (benches,  lighting,  planters, 
and  signage),  important  street  furniture  includes  the  following. 

Bollards.  Bollards  are  recommended  in  locations  without  trees  or  other  street 
furniture  to  protect  pedestrians  from  vehicles  and  keep  cars  from  parking  on 
sidewalks  and  damaging  sidewalk  structures  or  elements. 

Newsracks.  To  avoid  excessive  sidewalk  cluttering  and  congestion  of  pedestrian 
space,  pedestal  newsracks  are  strongly  encouraged. 

Bicycle  Racks.  Parking  meters  and  street  signs  often  double  as  bicycle  racks, 
but  many  sidewalks  lack  these  elements  or  have  been  retrofitted  to  make  them 
unusable  for  this  purpose.  Conveniently  placed  bicycle  racks  are  important  to 
facilitating  bike  travel.  Where  sidewalk  width  does  not  permit  them,  bike  racks 
can  be  creatively  placed  in  the  street  itself,  in  lieu  of  on-street  parking  spots, 
ensuring  adequate  protection  from  vehicles  through  the  installation  of 
bollards. 
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Intersections  proposed  for  major 
pedestrian  improvements 


Policy  1.1:  Major  streets  should  serve  multiple  uses. 

Streets  that  support  and  invite  multiple  uses,  such  as  pedestrian  seating  and 
commercial  activity  along  the  sidewalk,  bicycle  lanes,  and  transit  facilities, 
are  more  conducive  to  vibrant  urban  neighborhoods  than  streets  that 
support  only  vehicle  movement  comfortably. 

Policy  1.2:  Use  widened  sidewalks  and  boldly  marked  crosswalks  at 
intersections  on  major  streets  to  make  the  pedestrian  crossings 
shorter  and  thereby  safer. 

Sidewalks  should  be  widened  where  possible  along  major  traffic  streets.  At 
intersections  on  major  streets,  install  boldly-marked  crosswalks,  which  make 
drivers  aware  that  they  are  crossing  paths  where  pedestrians  are  likely  to  be 
found. 


Policy  1.3:  Implement  a  streetscape  improvement  program  on  the 
plan  area's  key  streets. 

The  plan  area's  three  major  streets — Ocean,  Geneva,  and  San  Jose  Av- 
enues— are  envisioned  as  distinctive,  tree-lined  streets  that  provide  a  focus 
to  their  respective  neighborhoods  and  contribute  a  strong  sense  of  orienta- 
tion and  urban  structure.  An  area-wide  streetscape  improvement  program 
for  these  streets  should  include  the  redesign  of  streets  and  sidewalks 
according  to  the  principles  described  above. 

Policy  1.4:  Pay  particular  attention  to  ensuring  a  comfortable,  pleasant, 
and  safe  pedestrian  environment  in  the  commercial  district. 

The  needs  of  pedestrians  must  be  paramount  for  a  San  Francisco  district 
like  the  Ocean  Avenue  Neighborhood  Commercial  District  to  succeed. 
Pedestrians  are  not  only  those  who  arrive  in  the  district  on  foot,  but  those 
who  may  have  come  by  bus  or  train,  or  indeed  have  driven  a  car  and  then 
walked  from  a  parking  space.  Everyone  who  uses  the  commercial  district  is 
a  pedestrian.  Thus,  if  the  commercial  district  does  not  provide  a  comfort- 
able and  pleasant  walking  environment,  it  will  not  succeed. 

The  principles  outlined  above  should  direct  improvements  to  the  pedes- 
trian environment  in  the  commercial  district. 


Policy  1.5:  Reallocate  street  space  to  support  pedestrian  use  and 
activity  and  more  effective  transit  service. 

On  streets  throughout  the  plan  area,  there  is  a  limited  amount  of  space  on 
the  street  to  serve  the  variety  of  competing  users.  Some  streets  may  have 
more  vehicle  capacity  than  is  needed  to  carry  peak  vehicle  loads.  In  all  cases, 
the  street  right-of-way  should  be  allocated  to  make  streets  safe  and  attrac- 
tive places  for  people  and  to  prioritize  reliable  and  effective  transit  ser- 
vice— even  if  it  means  reducing  the  street's  car-carrying  capacity. 

Removing  buses  and  streetcars  from  traffic  is  the  key  street-related  im- 
provement to  transit  service  in  the  plan  area.  In  practice  this  means  creating 
transit-only  lanes  for  streetcars  on  Ocean  and  San  Jose  Avenues.  In  some 
cases  buses  would  also  be  able  to  use  these  lanes. 
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Traffic  lanes  can  also  be  reclaimed  as  civic  space  for  widened  sidewalks, 
plazas,  and  the  like. 

Policy  1.6:  Improve  bicycle  connections  and  safety  throughout 
the  plan  area. 

There  is  a  significant  opportunity  to  boost  cycling  in  the  plan  area.  Street 
grades  are  relatively  flat  for  San  Francisco,  there  are  excellent  regional  transit 
connections,  and  City  College  and  the  three  high  schools  represent  an 
enormous  potential  pool  of  cyclists.  However,  many  key  destinations 
within  the  area  are  nearly  inaccessible  to  bicycles  at  present.  While  many  of 
the  streets  in  the  plan  area  are  designated  as  official  city  bike  routes  (Ocean, 
Geneva,  Phelan,  and  Holloway  Avenues)  in  all  cases  these  are  only  signed, 
with  no  dedicated  bicycle  lanes  or  other  accommodations. — even  on 
heavily  trafficked  major  streets. 

Without  removing  existing  curb  parking,  bicycle  lanes  can  be  striped  on 
Ocean  Avenue  between  San  Jose  and  Harold  Avenues,  creating  a  much- 
needed  connection  to  City  College.  Via  Harold  Avenue,  cyclists  can 
access  the  bicycle  route  along  Holloway  Avenue,  a  flat,  relatively  calm 
residential  street  that  provides  direct  access  to  San  Francisco  State 
University.  There  is  also  excess  street  capacity  on  Phelan  Avenue, 
allowing  for  one  auto  lane  and  a  bicycle  lane  in  each  direction,  with  a 
generous  landscaped  median  that  gives  way  for  left-turn  pockets  at 
critical  intersections. 


There  are  a  number  of  important  bicycle  route  improvements  that  fall 
outside  of  the  immediate  plan  area,  yet  are  critical  to  establishing  safe  and 
convenient  access  to  and  through  the  plan  area.  The  following  are  sug- 
gested bicycle  route  improvements  that  should  be  explored  in  further 
citywide  and  neighborhood  projects: 

/.  Establish  Holloway  Avenue  as  a  "bicycle  boulevard. " 

Holloway  Avenue  is  a  direct,  quiet  residential  street  that  extends  from  near 
the  Balboa  Park  Station  all  the  way  to  San  Francisco  State  University, 
making  it  ideal  for  cyclists.  To  the  greatest  extent  possible,  stop  signs  should 
be  removed  and  replaced  with  landscaped  traffic  circles  and  other  traffic- 
calming  techniques  where  necessary  to  slow  traffic. 

2.  Incorporate  bicycle  lanes  into  a  redesigned  Alemany  Boulevard. 
Following  an  earlier,  level  rail  line,  Alemany  Boulevard  was  originally  built 
as  U.S.  101  and  was  the  main  entrance  to  San  Francisco  from  the  south. 
When  1-280  was  completed,  Alemany  Boulevard  was  freed  of  its  regional 
traffic  function,  leaving  it  over-built.  Alemany  Boulevard  should  be 
redesigned  in  a  manner  more  fitting  to  its  current  function  as  a  neighbor- 
hood street.  The  street  should  be  reduced  from  three  to  two  travel  lanes  in 
each  direction,  with  the  remaining  space  dedicated  to  bicycle  lanes  and  a 
landscaped  median  with  turn  pockets.  This  would  create  a  bicycle  connec- 
tion between  the  Daly  City  BART  station,  the  Balboa  Park  station  area, 
Crocker  Amazon,  Mission  Terrace,  and  the  Mission  District  to  the  north. 
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3.  Establish  San  Jose  Avenue  as  a  major  north-south  bicycle  route. 
This  street  has  the  potential  to  become  a  major  north-south  bicycle  route, 
connecting  the  Mission  District  to  Balboa  Park,  Oceanview  and  the  Excel- 
sior. In  the  Bernal  Cut,  there  is  room  for  bicycle  lanes  or  even  a  separated 
bicycle  path  by  re-designing  San  Jose  Avenue  as  more  of  a  city  street  and 
less  of  a  high-speed  freeway.  Where  San  Jose  Avenue  crosses  under  1-280, 
the  city  should  consider  eliminating  grade  separation  between  Bosworth 
and  San  Jose  Avenues,  allowing  for  a  safer  and  more  regular  intersection. 

In  addition  to  improving  access  and  road  conditions  for  bicyclists,  safe  and 
protected  bicycle  storage  is  critical  at  important  destinations.  The  current 
bicycle  racks  at  the  BART  station  in  the  vicinity  of  the  entrance  south  of 
Geneva  Avenue  are  not  in  a  visible,  convenient,  nor  sheltered  location, 
making  them  unappealing.  Expanded,  covered  bicycle  parking  at  the  transit 
station  can  be  accommodated  on  the  street-level  plaza  proposed  for  the 
north  side  of  Geneva  Avenue.  Additionally,  as  improvements  are  made  to 
the  interior  of  the  BART  station,  it  might  be  possible  to  place  unstaffed 
bike  racks  within  the  paid  area  of  the  station  or  a  staffed  bike  station  on 
the  mezzanine  level  of  the  station,  similar  to  that  at  the  Berkeley  BART 
station.  A  central  and  secure  bike  parking  facility,  potentially  with  self-serve 
repair  stands  and  tools,  should  be  explored  at  City  College. 
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SECTION  DD  SAN  JOSE  AVENUE  (south  of  Geneva  looking  northeast) 
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Objective  2:  Reconstruct  and  reconfigure  major  streets  as  a  key  step 
toward  transforming  the  plan  area. 

Policy  2.1:  Redesign  Geneva  Avenue  as  a  new  front  door  to  the 
station. 

This  segment  of  the  street  should  be  reconstructed  as  shown  to  the  left  and 
described  below.  Geneva  Avenue  between  San  Jose  Avenue  and  the  1-280 
ramps  will  be  the  heart  of  the  Transit  Station  Neighborhood.  It  will  need 
to  gracefully  accommodate  a  large  volume  of  pedestrians,  buses  loading 
and  unloading,  passenger  drop-offs,  and  through  automobile  traffic.  The 
street  must  accommodate  all  these  activities  while  remaining  an  attractive 
and  comfortable  place  for  people  to  be. 

Buses  will  continue  to  load  and  unload  along  this  street,  but  will  be  better 
separated  from  traffic.  Curb  space  for  bus  loading  will  be  lengthened  on 
both  sides  of  the  street.  Sidewalks  on  both  sides  of  the  street  will  be 
widened  significantly,  providing  more  space  for  people  to  walk  or  to  get 
on  and  off  of  buses.  (The  overall  number  of  lanes  on  Geneva  will  remain 
the  same;  aside  from  straightening  the  southern  sidewalk  upon  closing  the 
access  road,  sidewalks  will  be  widened  into  the  Upper  Yard  and  Green 
Yard  properties.)  Dedicated  areas  for  passenger  drop-off  will  be  provided 
and  separated  from  bus  zones.  A  center  median  will  be  added  to  help  calm 
traffic  and  discourage  jay-walking.  Once  the  Single  Point  Urban  Interchange 
and  freeway  deck  are  built  (see  Section  5  pertaining  to  the  Transit  Station 
Neighborhood),  passenger  drop-off  and  some  bus  stops  will  move  to  the 
freeway  deck  road,  where  ample  space  will  be  available. 

The  first  block  of  Geneva  Avenue  east  of  San  Jose  Avenue  has  a  wide  right- 
of-way  (86  feet  versus  the  typical  80  feet),  allowing  for  a  landscaped  median 
between  Delano  and  San  Jose  Avenues,  ten  foot-wide  sidewalks,  curb  parking, 
and  two  lanes  of  traffic  in  each  direction.  Curb  bulb-outs  on  Geneva  Avenue 
at  San  Jose  Avenue  will  improve  pedestrian  safety  at  this  intersection.  East  of 
Delano  Street,  the  right-of-way  returns  to  80  feet,  and  so  the  median  on  one 
side  of  curb  parking  will  have  to  give  way. 

Policy  2.2:  Redesign  San  Jose  Avenue  in  the  station  area. 

This  segment  of  the  street  should  be  reconstructed  as  shown  to  the  left  and 
described  below.  San  Jose  Avenue  between  Ocean  and  Geneva  Avenues 
accommodates  streetcars  as  they  approach  the  station,  but  is  also  a  residen- 
tial street.  The  center  lane  should  be  reserved  for  transit  vehicles.  If  the  J- 
line  streetcar  is  rerouted  to  serve  San  Francisco  State  University,  a  north- 
bound platform  should  be  added  on  San  Jose  Avenue  just  north  of 
Geneva  Avenue,  and  the  existing  one  on  the  south  side  of  Geneva  Avenue 
(currently  serving  the  M-line)  should  be  widened  and  improved.  The 
western  sidewalk  should  be  widened  just  south  of  Geneva  at  the  current 
bus  stop  to  create  more  appropriately  ample  pedestrian  space  for  this  high- 
activity  corner. 
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Policy  23:  Redesign  Ocean  Avenue  as  a  transit  and  pedestrian  boulevard. 

This  segment  of  the  street  should  be  reconstructed  as  shown  to  the  left  and 
described  below.  Ocean  Avenue  is  envisioned  as  a  tree-lined  boulevard  that 
emphasizes  pedestrian,  transit  and  bicycle  movement  while  still  adequately 
accommodating  auto  traffic.  This  is  the  key  pedestrian  connector  between 
different  parts  of  the  plan  area  and  thus  deserves  special  treatment. 

For  the  entire  length  of  Ocean  Avenue  in  the  plan  area,  through  traffic  lanes 
should  be  reduced  from  two  to  one  in  each  direction,  allowing  for  a  dedicated 
transit  lane.  New  dedicated  bicycle  lanes  should  be  provided  between  San  Jose 
and  Harold  Avenues,  to  allow  bicyclists  to  reach  City  College  and  the  gateway 
to  the  commercial  district.  A  planted  center  median  should  also  be  installed 
between  Phelan  Avenue  and  the  entrance  to  the  new  freeway  deck  (see  Section 
5  pertaining  to  the  Transit  Station  Neighborhood).  The  existing  Muni  K-line 
platforms  under  the  overpass  should  be  removed  and  rebuilt  at  Howth  Street, 
serving  new  City  College  facilities  and  IJck-Wilmerding  High  SchooL 
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The  intersection  of  Ocean,  Phelan,  and  San  Jose  Avenues  should  be 
modified  to  accommodate  bicycle  lanes  through  to  Harold  Avenue  (where 
bicyclists  can  continue  west  on  Holloway  Street).  Crossing  distances  should 
be  shortened  and  turning  radii  for  automobiles  tightened  in  order  to 
improve  pedestrian  safety. 

West  of  Phelan  Avenue,  new  pedestrian  improvements,  including  lighting, 
trees,  and  curb  bulb-outs  are  under  construction  as  part  of  an  earlier, 
Muni-sponsored  improvement  project.  The  dedicated  transit  lane  should 
be  continued  through  the  commercial  district,  with  left  turns  allowed  at 
specified  intersections. 

Policy  2.4:  Redesign  Phelan  Avenue  in  a  manner  befitting  a  cam- 
pus-oriented street. 

This  segment  of  the  street  should  be  reconstructed  as  shown  to  the  left  and 
described  below.  Phelan  Avenue  between  Ocean  and  Judson  Avenues  is 
currendy  a  main  thoroughfare  for  City  College  students,  the  neighborhood 
to  the  north,  as  well  as  an  access  point  for  college-related  parking  in  the 
reservoir.  If  the  campus  is  expanded  onto  the  reservoir,  Phelan  Avenue 
will  take  on  more  of  the  character  of  an  internal  campus  street  (though  it 
would  remain  under  the  jurisdiction  of  the  city.) 

This  street  should  be  redesigned  to  be  more  pedestrian  friendly  and  to 
accommodate  bicycle  lanes.  The  current  two  lanes  in  each  direction  should 
be  reduced  to  one,  with  added  bike  lanes  and  a  landscaped  center  median 
that  breaks  to  create  left-turn  pockets. 


Objective  3:  Improve  the  quality  of  local  neighborhood  streets 
through  small  but  important  streetscape  improvements. 
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Policy  3.1:  Provide  special  treatment  at  gateways  to  residen- 
tial neighborhoods. 

Where  local  streets  meet  main  streets,  create  widened  sidewalks,  corner 
plazas,  and  perpendicular  parking,  where  possible,  to  narrow  the  effective 
roadway  and  discourage  through-traffic  on  neighborhood  streets.  Also, 
street  trees,  of  the  same  species  used  on  the  main  street,  should  be  contin- 
ued to  the  depth  of  the  commercial  parcel  on  side  streets. 

Policy  3.2:  Work  with  property  owners  to  plant  street  trees  along 
local  residential  streets. 

On  local  streets,  the  city  should  work  with  property  owners  to  plant  street 
trees  of  a  single  species  per  street.  On  these  streets  the  cost  of  planting 
trees  is  generally  shared  by  property  owners,  often  through  a  nonprofit 
organization  such  as  Friends  of  the  Urban  Forest. 

Policy  3.3:  Explore  neighborhood-wide  traffic  calming  for  the 
neighborhoods  surrounding  the  plan  area. 

Local  neighborhood  streets  should  be  quiet,  slow-paced  environments 
where  children  can  safely  play,  cyclists  can  comfortably  ride,  and  residents 
can  enjoy  walking  and  spending  time  in  front  of  their  homes.  To  mitigate 
the  quantity  and  negative  effects  of  traffic  and  to  discourage  cut-through 
(non-local)  traffic,  each  neighborhood  should  pursue  a  neighborhood-wide 
comprehensive  traffic  calming  program.  Such  techniques  as  widened 
sidewalks  at  corners  and  mid-block,  landscaped  traffic  circles,  and  raised  or 
textured  crosswalks  can  not  only  slow  traffic  but  create  valuable  neighbor- 
hood public  open  space  that  visually  enhances  the  neighborhood. 

Objective  4:  Emphasize  the  street  grid  as  the  primary  pattern  that 
provides  the  foundation  for  the  neighborhood's  character,  orienta- 
tion and  sense  of  scale. 

Policy  4.1:  Extend  the  grid. 

The  street  system  supplies  the  basic  unifying  structure  for  the  neighbor- 
hood. Extending  and  respecting  this  pattern  for  new  development  breaks 
large  parcels  into  human-scaled  blocks.  The  grid  allows  flexibility  for 
development  while  providing  a  framework  for  an  improved  pedestrian 
realm  by  creating  connected  streets,  shorter,  walkable  blocks,  and  smaller- 
scaled  buildings.  In  areas  where  the  street  cannot  be  extended  due  to 
topography  or  other  factors,  the  "line  of  the  grid"  should  be  extended  to 
ensure  continuous  public  access.  The  grid  can  reconnect  the  plan  area's 
neighborhoods  and  districts  with  one  another  where  thev  have  become 
disconnected,  and  can  ensure  the  creation  of  a  walkable  place  while  also 
allowing  for  convenient  access  to  transit. 

Not  all  extensions  of  the  grid  need  be  streets  for  cars.  In  many  cases 
pedestrian-only  pathways,  or  streets  which  allow  only  very  slow-moving 
autos  for  local  access,  are  appropriate. 
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In  the  Phelan  Loop  Area,  streets  that  currently  terminate  at  Ocean  Avenue, 
including  Brighton,  Lee  and  Harold  Avenues,  should  be  extended  north 
across  Ocean  Avenue.  If  street  connections  to  the  reservoir  site  to  the 
north  are  not  feasible  when  development  occurs  there,  the  public  way 
should  be  extended  through  the  creation  of  stairs  or  paths  that  follow  the 
"line"  of  the  street  to  better  connect  the  commercial  district  with  uses  on 
the  reservoir. 

A  less  literal  approach  is  proposed  for  the  Transit  Station  Neighborhood, 
where  Ocean,  Geneva  and  San  Jose  Avenues  are  not  perpendicular  to  one 
another  nor  to  neighborhood  streets,  Interstate  280  bisects  the  area,  and 
transit  and  institutional  uses  occupy  large  areas  of  land.  In  this  area,  logical 
extensions  of  the  grids  should  be  used  to  help  provide  a  means  of  orienta- 
tion and  to  moderate  the  scale  of  new  development.  This  would  result  in 
the  extension  of  continuous  public  access  and  visual  connections  across 
neighborhoods  to  major  destinations. 

Objective  5:  Assess  the  performance  of  the  street  system  by  measur- 
ing THE  OVERALL  MOVEMENT  OF  PEOPLE  AND  GOODS,  RATHER  THAN  MERELY 
THE  MOVEMENT  OF  VEHICLES. 

Policy  5.1:  Adopt  a  set  of  person-movement-based  performance 
measures  for  use  in  Environmental  Impact  Reports. 

The  California  Environmental  Quality  Act  (CEQA)  requires  that  when 
major  development  projects  and  public  improvement  projects  (such  as 
transit  or  bike  lanes)  are  being  considered,  they  be  evaluated  for  their 
impact  on  the  performance  of  affected  streets.  Though  a  successful  street 
must  work  for  all  users,  at  present  the  performance  of  the  street  system  is 
only  measured  by  a  single  indicator-its  ability  to  move  vehicles.  No 
distinction  is  made  between  a  bus  or  streetcar,  where  the  delay  to  a  single 
vehicle  may  affect  a  hundred  passengers,  and  an  automobile,  where  the 
delay  may  only  affect  the  driver.  No  account  is  taken  of  the  delays  experi- 
enced by  cyclists  or  pedestrians,  even  though  virtually  all  trips  by  car  and 
transit  begin  and  end  on  foot 

This  practice  often  results  in  unintended  consequences.  Pedestrian-friendly 
development  projects  built  in  already-congested  areas  or  transit  projects  which 
would  speed  up  bus  or  train  service  score  badly  at  the  hands  of  performance 
measures  that  track  only  seconds  of  delay  for  automobiles  at  intersections. 

Performance  measures  that  track  seconds  of  delay  for  vehicles  should  be  de- 
emphasized  and  augmented  by  measures  that  track  the  ability  of people  to  move 
through  the  system,  without  regard  for  their  mode  of  travel.  For  example,  a 
project  that  speeds  up  buses  each  carrying  50  people  should  be  able  to  receive 
a  positive  evaluation  even  if  it  delays  single-occupant  automobiles. 

The  feasibility  of  introducing  a  more  comprehensive  set  of  performance 
measures  covering  the  quality  as  well  as  the  speed  of  all  means  of  travel 
should  be  studied.  Most  importantly,  performance  indicators  should  be 
related  to  the  objectives  of  the  transportation  system.  If  the  sole  objective 
were  to  minimize  delays  to  automobiles,  which  it  should  not  be,  the  current 


The  Grid 

San  Francisco's  street  grid  system  is 
arguably  one  of  the  city's  most 
distinctive  elements.  The  origin  of  the 
city's  grid  can  be  traced  back  to  the 
early  1 830's  and  the  first  survey  for  the 
town  of  Verba  Buena,  which  was 
influenced  by  the  Spanish  Law  of  the 
Indies.  The  city  street  system  is  one  of 
straight  streets  that  rise  and  fall  over 
hills,  rather  than  curve  around  them, 
creating  city  blocks  which  follow 
clearly  discernable  patterns,  have  a 
distinctive  scale,  and  provide  consider- 
able flexibility  for  development.  It  also 
creates  the  spectacular  public  view 
corridors  that  are  famous  in  San 
Francisco. 

Where  grid  streets  encounter  a  hillside 
that  is  too  steep,  it  is  typical  for  the 
"line  of  the  grid"  to  continue  via  a 
stairway.  Stairs  provide  continuous 
access  for  the  pedestrian  and  link 
neighborhoods  throughout  San 
Francisco.  Examples  include  the 
Vallejo,  Castro,  and  Liberty  Street 
stairs,  to  name  a  few. 
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automobile  level  of  service  indicator  might  be  a  reasonable  one.  Perfor- 
mance indicators  should  thus  be  related  to  objectives  such  as  speeding  up 
travel  times  for  transit  riders  and  improving  safety  as  well  as  creating  an 
safe  and  enjoyable  environment  for  pedestrians  and  bicyclists.  Indicators 
should  also  be  designed  to  minimize  data  collection  costs,  and  to  be  readily 
understandable  to  the  public. 
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2.  Create  Quality  Parks,  Plazas,  and  Open  Space 


Public  parks,  plazas,  and  open  space  areas  are  critical  neighborhood 
enhancing  and  defining  elements.  In  a  successful  urban 
neighborhood,  these  spaces  will  complement  and  enhance  open 
space  provided  as  part  of  public  streets.  Well-located  parks  and  plazas  can 
knit  together  surrounding  urban  areas  by  providing  a  variety  of  active  and 
passive  recreational  activities  and  informal  gathering  places  for  the 
neighborhoods.  Open  spaces  provide  a  venue  for  people  to  gather  and 
socialize  or  simply  to  enjoy  being  alone  while  surrounded  by  a  buzz  of 
activity.  A  successful  open  space  system  enlivens  and  supports  the 
neighborhood  by  including  a  variety  of  convenient,  accessible  and 
attractive  public  spaces  serving  different  purposes  and  a  mix  of  users. 

Only  a  handful  of  parks,  plazas,  and  open  space  areas  are  currently  located 
within  the  plan  area.  The  largest  and  most  notable  of  these  is  Balboa  Park, 
a  green  that  includes  baseball  diamonds,  soccer  fields,  a  swimming  pool, 
and  multi-purpose  grass  areas.  Although  San  Jose  and  Ocean  Avenues 
front  this  prominent  park,  it  is  largely  screened  from  view  by  dense 
vegetation  and  fencing.  Physical  and  visual  linkages  to  Balboa  Park  from 
the  surrounding  neighborhoods  should  be  improved,  and  smaller 
neighborhood  and  transit-oriented  parks  and  plazas  should  be  introduced 
in  the  Transit  Station  Neighborhood  and  the  Phelan  Loop  Area.  The  aim  is 
to  create  a  system  of  neighborhood  open  spaces,  including  active,  passive, 
and  informal  gathering  areas,  all  contributing  to  a  special  neighborhood 
character.  They  should  be  easily  accessible  and  located  throughout  the  plan 
area  in  order  to  best  serve  neighborhood  needs. 

The  space  between  new  and  existing  buildings  and  sidewalks  in  the  Transit 
Station  Neighborhood  and  the  Phelan  Loop  Area  will  shape  the  character 
of  formal  urban  open  spaces,  while  Balboa  Park  and  a  new  open  space 
developed  over  the  western  portion  of  the  Balboa  Reservoir  will  define 
the  larger  parks.  The  combination  of  landscaped  streets,  parks,  and  public 
gathering  areas  would  offer  variety  and  form  an  interesting  system  of 
urban  public  spaces. 

Objective  1:  Create  a  system  of  public  parks,  plazas,  and  open  spaces. 

Policy  1.1:  Create  a  variety  of  new  open  spaces. 

A  variety  of  active  and  passive  recreational  opportunities  should  be 
provided  throughout  the  plan  area.  It  is  important  that  these  spaces  not  be 
segmented  into  isolated  spaces,  but  integrated  into  the  public  realm  itself. 
The  level  of  activity  in  an  individual  park  or  plaza  is  related  to  the  variety  of 
activities  provided  within  the  public  space,  the  surrounding  mix  of  uses,  and  its 
ability  to  attract  different  users  throughout  the  day. 
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Larger,  more  formal  parks  and  open  spaces  might  provide  activities  for 
different  age  groups  and  levels  of  activity.  Smaller  open  spaces  and  plazas 
may  serve  a  single  function,  such  as  a  transit  waiting  area  or  sidewalk 
seating  at  a  cafe.  These  smaller  spaces  can  be  enlivened  by  other  activities 
surrounding  them.  Benches  and  other  seating  should  be  provided  within  public 
spaces  to  encourage  informal  daily  use  by  residents  and  visitors. 

Policy  1.2:  Design  safe  and  active  spaces. 

Parks,  plazas,  and  open  spaces  should  be  conveniently  located  and  easily 
linked  to  the  community  they  serve.  Clearly  defined  entrances  should  not 
only  provide  access  into  the  public  space,  but  should  act  as  a  transition 
between  surrounding  uses  and  the  open  space.  Benches  and  other  amenities 
should  be  provided  along  the  edges  to  encourage  people  to  move  between 
the  open  space  and  adjoining  uses. 


Proposed  open  spaces  are 
described  in  the  following  locations: 

Geneva  Transit  Plaza 

page  115 

Freeway  Deck  Plaza 

page  113 

Phelan  Loop  Plaza 

page  128 

Brighton  Avenue 

page  129 

Library  Open  Space 

page  1 35 

Reservoir  Open  Space 

page  89 

Plan  area  boundary 
Existing  open  space 

Proposed  open  space 


Proposed  corridors  for  major  pedestrian  improvements 
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Fundamental  Principles  For  Open  Space 

The  following  principles  will  guide  open  space  design  in  the  plan  area. 


Many  things  contribute  to  the  success  of  an  open  space.  Issues  of  physical 
design  and  programming  are  important  factors  in  how  a  space  is  used,  and  how 
well  the  space  is  integrated  into  the  life  of  a  neighborhood.  There  are  three  main 
areas  of  concern  for  open  spaces: 


Adjacent  uses  activate  public  space 
(Belden  Lane) 


People  and  Activity 

What  attracts  people  most  to  civic  spaces  is  other  people.  Active,  well-used 
spaces  bring  people  to  them.  The  more  people  who  live  and  work  in  close 
proximity  to  an  open  space,  the  more  likely  the  space  will  be  used  during  varying 
times  of  the  day  and  week.  Related  activities— adjacent  shops  and  residences, 
street  vendors,  open  air  markets,  transit  facilities,  public  events— play  an 
important  role  in  bringing  people  into  a  civic  space  and  making  it  an  active 
environment.  Programming  should  be  flexible  enough  to  allow  for  many  kinds  of 
activities.  Consistent  activity  that  populates  the  space  also  enhances  the  safety 
of  an  open  space. 


■ 


■3V 


A  wide  variety  of  land  uses  clustered 
around  an  open  space  help  activate  it 
(Washington  Square) 


An  open  space  will  be  used  if  it  is 
located  within  a  short  walk  of  a  large 
number  of  people 


South  Park  is  ideally  proportioned  for 
its  intimate  neighborhood  context 


Size  and  Scale 

The  relationship  between  the  size  of  a  space  and  its  level  of  activity  is  one  of  the 
factors  contributing  to  the  quality  of  a  space.  Larger  spaces  that  are  not  heavily 
enough  used  do  not  succeed;  they  tend  to  feel  bleak  and  unsafe.  We  relate  to  our 
surroundings  at  a  variety  of  scales.  Spaces  at  different  scales  create  distinct 
relationships  with  their  surroundings  and  affect  how  comfortable  we  feel  in  them. 
Around  the  city  there  are  places  at  a  grand  scale,  like  Civic  Center  Plaza,  which  is 
an  expansive  formal  space  ringed  by  monumental  buildings,  as  well  as  those  at  a 
smaller  scale,  like  South  Park,  whose  more  intimate  dimensions  and  close 
interactions  with  neighboring  buildings  encourage  more  neighborhood  use.  We 
feel  most  comfortable  in  places  where  we  can  easily  relate  to  the  things  around 
us.  These  places  are  at  what  we  call  a  human  scale. 

A  feeling  of  comfort  in  a  civic  space  is  not  only  generated  from  the  landscaping 
or  furniture  placed  in  the  park  or  plaza  itself-but  by  the  scale  of  the  buildings 
surrounding  it  in  relation  to  the  size  of  the  space.  The  scale  of  buildings  that 
border  the  space  should  form  a  clear  edge  that  creates  a  feeling  of  enclosure  at  a 
human  scale. 
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Human 

Intimate,.^-"~*^-_Intimat 
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South  Park's  human  scale  creates  an 
intimate  relationship  with  surround- 
ing buildings  as  well  as  comfortable 
spaces  within 


A  defined,  yet  inviting  and  permeable 
edge  that  relates  to  the  sidewalk 


Something  is  at  a  human  scale  when  we  can  recognize  and  make  sense  of  it 
easily  within  our  normal  field  of  vision.  At  a  distance  of  about  70  feet,  for 
example,  we  recognize  friends  and  make  out  details  in  the  facade  of  a  building  30 
feet  high.  We  perceive  and  can  relate  to  the  objects  around  us  easily.  At  a 
distance  of  about  50  feet,  we  can  discern  facial  expressions  and  make  out 
objects  in  windows.  We  are  more  familiar  and  comfortable  with  the  things  around 
us. 

Larger  spaces  can  also  be  broken  up  with  intimate  spaces  set  within  them.  A  line 
of  trees  with  benches  beneath,  for  instance,  can  create  a  smaller,  more  personal 
space  within  a  larger  park. 

Entries  and  Edges 

Our  willingness  to  use  a  space  is  largely  determined  by  the  success  with  which  it 
relates  to  those  objects  that  surround  it  -  buildings,  streets,  natural  features,  and 
other  facilities.  A  good  civic  space  starts  at  the  street  and  ideally  serves  as  an 
extension  of  life  on  the  street,  providing  a  welcome  contrast  to  the  built  form  of 
the  city  around  it.  Civic  space  should  be  oriented  to  the  street,  with  a  clear  and 
transparent  transition  from  the  sidewalk  that  invites  in  passing  pedestrians, 
rather  than  walls  them  out.  If  a  space  directly  abuts  buildings,  those  edges 
should  be  active  and  welcoming  (such  as  with  shopfronts,  doors,  or  windows) 
rather  than  blank  and  foreboding. 

People  are  attracted  to  the  edges  of  a  civic  space.  Edges  offer  perspective  and 
provide  a  sense  of  security.  An  edge  does  not  have  to  be  a  boundary  —  an  edge 
can  be  used  to  subdivide  the  space  within  the  park,  creating  smaller,  more 
personal  spaces. 
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Ensuring  visual  penetration  into  parks  and  open  space  along  all  street-facing 
edges  will  allow  people  to  see  into  these  spaces  from  public  streets  and 
adjoining  properties,  increasing  safety  and  encouraging  their  use.  Fences  should 
be  transparent  where  they  exist  and  are  necessary  for  recreational  purposes, 
such  as  around  baseball  or  other  sports  fields,  and  removed  wherever  they  are 
not  necessary  for  these  purposes. 

Policy  1.3:  Ensure  that  new  open  spaces  are  linked  to  and  serve  as 
an  extension  of  the  street  system. 

Extensions  of  the  grid  for  new  development  can  serve  as  a  means  for  linking  open 
spaces  to  neighborhoods  and  makes  them  feel  public  and  welcoming. 

Policy  1.4:  Pay  attention  to  transit  waiting  areas. 

Important  transit  nodes  should  be  celebrated  and  well  designed.  Waiting 
areas  should  offer  protection  from  the  elements  and  be  sized  large  enough 
to  accommodate  the  intended  users.  Transit  waiting  plazas,  and  the  side- 
walks and  streets  that  line  them,  should  be  designed  to  accommodate  a 
high  volume  of  pedestrian  movement. 

Policy  1.5:  Use  "found  space"  as  public  open  space. 

A  number  of  opportunities  exist  to  create  small  but  important  public 
places  out  of  unused  public  space.  The  land  around  irregular  intersections, 
widened  sidewalks,  and  utility  easements  should  be  transformed  into 
valuable  community  space  through  the  installation  of  benches  and  other 
amenities  that  will  create  inviting  public  places.  Widened  sidewalks  can  be 
used  for  cafe  seating  and  other  retail-oriented  gathering  space.  Otherwise 
unused  spaces  should  be  redesigned  as  places  for  people. 

Objective  2:  Take  advantage  of  opportunities  to  create  open  space 
within  new  development  in  a  manner  that  contributes  to  the 
neighborhood's  open  space  system. 

Policy  2.1:  Require  good  quality  public  open  space  as  part  of 
major  new  developments. 

As  more  people  live  in  the  neighborhood,  greater  pressure  is  placed  on 
existing  open  spaces.  Major  new  developments  in  the  plan  area  should  assist 
in  meeting  the  demand  for  open  space  that  they  create.  These  develop- 
ments should  be  required  to  provide  publicly  accessible  open  space  in  a 
quantity  directly  proportional  to  the  size  of  the  development,  and  at  least 
some  portion  of  this  public  space  should  satisfy  a  development's  required 
private  open  space  if  it  is  configured  as  a  true  neighborhood  resource. 
Especially  important  in  this  regard  is  that  it  be  directly  accessible  from 
public  streets  or  rights-of-way. 

San  Francisco's  climate  is  such  that  sunny,  wind-protected  outdoor  sites  are 
the  most  usable  on  most  days  of  the  year.  Outdoor  spaces  should  be 
oriented  in  relation  to  adjacent  development  so  that  there  will  be  direct 
sunlight  during  periods  of  high  usage.  Prevailing  wind  patterns  and  local 
wind  currents  created  by  adjacent  development  should  also  be  considered. 
Barriers  to  deflect  unpleasant  winds  should  be  used  where  appropriate. 
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Phelan  Loop  Plaza 


Art  enhancement  opportunity 


Parks  and  open  spaces  are  natural 
places  for  art.  A  "gateway  project" 
might  make  sense  on  the  new  Phelan 
Loop  Plaza.  Sculptures  of  animals 
that  children  can  climb  on  would  be 
appropriate  for  a  children's 
playground.  Other  artwork  such  as 
outdoor  furniture  or  water  fountains 
could  enhance  open  spaces  adjacent 
to  residential  neighborhoods  or  in 
neighborhood  parks. 


Objective  3:  Ensure  that  existing  open  space  area  is  visually  and 
physically  connected  to  the  neighborhood. 

Policy  3.1:  Re-design  the  Ocean  and  San  Jose  Avenue  edges  of  Balboa 
Park  so  that  the  park  is  visually  opened  to  the  surrounding  community 
and  so  that  physical  linkages  are  strengthened. 

Balboa  Park  should  feel  open  and  inviting  to  the  neighborhood  and  to  the 
many  people  traveling  along  its  borders.  New,  clearly  defined  entrances  and 
greater  visual  access  into  the  park  will  encourage  use  of  the  park  for  more 
than  just  prescribed  recreational  activities.  Vegetation  along  the  park's  street- 
facing  edges  should  be  trimmed  or  removed  so  as  not  to  encroach  upon 
the  sidewalk,  isolate  the  activities  in  the  park,  or  block  views  into  the  park. 

A  formal  gateway  should  be  developed  on  the  corner  of  Ocean  and  San 
Jose  Avenues  that  serves  as  a  neighborhood  landmark  and  emphasizes  the 
neighborhood's  connection  with  the  park.  Art,  special  paving,  and  land- 
scaping should  be  used  to  celebrate  this  entrance.  Benches  and  other  seating 
should  be  provided  to  allow  people  to  enjoy  watching  the  activities  in  the 
park  as  well  as  the  surrounding  activities. 
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3.  Encourage  New  Mixed-Use  Infill 
Development,  Emphasizing  Housing 

Successful  San  Francisco  neighborhoods  follow  a  consistent  pattern. 
They  generally  include  peaceful  residential  enclaves  surrounding  a 
vibrant,  mixed-use  commercial  core.  In  most  neighborhoods,  the 
commercial  core  contains  mixed-use  buildings  along  main  streets,  with 
neighborhood-oriented  stores  and  services  on  the  ground  floor  and 
housing  on  upper  floors.  A  critical  mass  of  people  living  on  or  near  main 
commercial  streets  is  what  gives  urban  neighborhoods  their  vitality,  interest, 
safety,  and  convenience. 

Linkages  to  transit  are  another  aspect  of  the  typical  San  Francisco  pattern, 
and  one  that  must  be  emphasized  if  the  city  is  to  grow  gracefully.  Such 
well-liked  neighborhoods  as  Glen  Park,  West  Portal,  and  Noe  Valley  follow 
a  pattern  of  residential  neighborhoods  surrounding  a  mixed-use  commer- 
cial core,  which  itself  surrounds  a  transit  line  or  hub. 

In  the  plan  area,  however,  there  is  not  much  residential  development  on 
Ocean  Avenue  in  the  commercial  district,  and  the  intensity  of  both  residen- 
tial and  commercial  development  falls  away  around  the  two  key  transit 
hubs — the  Balboa  Park  Station  and  the  Phelan  Loop. 

New  mixed-use  development,  with  housing  over  neighborhood-serving 
retail,  is  one  of  the  most  important  strategies  for  revitalizing  the  plan  area. 
Development  of  new  mixed-use  buildings  with  housing,  carefully  designed 
and  affordable  to  a  range  of  income  levels,  will  serve  to  fill  in  some  of  the 
"holes"  in  the  neighborhood,  contributing  added  activity  to  enliven  the 
streets  and  supplying  more  customers  for  local  businesses  while  at  the  same 
time  addressing  the  city's  housing  crisis.  The  proximity  of  the 
neighborhood's  main  streets  to  excellent  transit  service  makes  this  an 
especially  good  place  for  housing  development,  because  many  residents  will 
be  able  to  use  transit  to  get  to  their  everyday  destinations  without  the  need 
to  rely  on  the  automobile  to  do  so. 

Objective  1:  Maximize  opportunities  for  mixed-use  infill  housing. 

Policy  Lb  Include  housing  as  a  primary  component  of  all  new  develop- 
ment 

Housing  is  the  most  appropriate  type  of  development  in  the  plan  area. 
Housing,  supported  by  a  modest  amount  of  neighborhood-oriented 
commercial  establishments,  should  form  the  backbone  of  all  new  develop- 
ment in  the  plan  area. 
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Balboa  Park  Station  Area  Plan  Land  Use  Program 


(Net  new  development  under  Plan  proposals) 


Tier  1  (0-5  years) 

Upper  Yard 
Phelan  Loop 
Kragen  Auto 
Sunset  Garage 
Geneva  Off  ce  Building 
Infill  on  Ocean  Avenue  (a) 
Infill  on  ban  Jose  Avenue  in 
station  area  la) 

Residential  Units 

200 
80 
160 

135 
222 

Commercial  (sf) 

5.000 
15.000 
16.643 

11,619 
3,120 

Cultural/lnst.  (sf) 

7.000 
12.000 

Open  Space  (sf) 

10000 
4  300 

Total 

797 

57,382 

19.000 

14,300 

Tier  2  (5-20  years) 

Firehouse 

Freeway  Deck 

Infill  on  Ocean  Avenue  lb) 

Infill  on  San  Jose  Avenue  in 

station  area  (b) 

Reservoir  1  (c) 

80 

331 

87 
575 

10,000 

fe) 

19,880 

0 
0 

(•> 

30.000 
450  000 

Total 

Reservoir  2  id) 

1,073 
1,000 

29,880 

0 

480.000 

220.000 

Total 

7,498 

29,880 

0 

250,000 

Tier  3  (20  years  +) 

Green  Yard 

850 

Cumulative  Development: 
Tiers  1-2  (Reservoir  1) 
Tiers  1-2  (Reservoir  2) 
Tiers  1-3  (Reservoir  1) 
Tiers  1-3  (Reservoir  2) 

1,870 
2,295 
2,720 
3,145 

81,262 
81,262 
81,262 
81,262 

19,000 
19,000 
19,000 
19,000 

494,300 
264,300 
494,300 
264.300 

Notes: 

(a)  =  Redevelopment  of  parcels  that  currently  have  less  than  5%  of  the  total  permitted  building  square  tootage 
lb)  =  Redevelopment  of  parcels  that  currently  have  6-30%  of  the  total  permitted  building  square  footage 

(c)  Reservoir  1  =  CCSF  develops  its  40%  of  the  reservoir,  PUC  leaves  its  60%  as  open  space 

(d)  Reservoir  2  =  CCSF  develops  its  40%  of  the  reservoir,  t/2  of  the  PUC  portion 
(30%  of  total  reservoir)  is  developed,  remainder  (30%)  is  open  space. 

(e)  The  program  for  buildings  on  the  freeway  deck  are  undetermined  at  this  point 


Major  Housing  Opportunity  Sites 
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Policy  1.2:  Give  first  consideration  to  development  of  affordable 
housing  on  publicly-owned  sites. 

The  plan  area  is  characterized  by  a  large  number  of  publicly-owned  parcels  of 
land.  Agencies  owning  or  controlling  these  parcels  include  BART,  Muni,  City 
College,  the  San  Francisco  Unified  School  District,  the  San  Francisco  Public 
Utilities  Commission,  and  Caltrans.  In  some  cases,  parcels  in  the  plan  area 
under  the  control  of  these  agencies  may  not  be  needed  in  the  future  by  the 
respective  agency  and  could  be  re-developed  with  housing  and  mixed-uses. 

City  policy  directs  that  surplus  public  property  be  considered  for  develop- 
ment of  affordable  housing.  Thus,  when  offering  their  land  for  develop- 
ment, first  consideration  should  be  given  by  these  agencies  to  the  develop- 
ment of  affordable  housing. 

Some  of  these  sites  are  more  readily  and  easily  developed  than  others.  The 
public  entities  that  own  each  of  these  sites  will  need  to  determine,  based  on 
the  framework  in  this  plan,  whether  portions  of  their  properties  can  be 
made  available  for  housing  development  without  adversely  affecting  their 
current  and  future  facility  and  operational  needs.  The  most  important  tool 
for  understanding  this  will  be  the  public  entity's  facilities  plan. 

Policy  1.3:  Eliminate  dwelling  unit  density  maximums. 

Dwelling  unit  density  maximums  unnecessarily  constrain  the  number  of 
dwelling  units  that  can  be  built  on  a  given  lot.  Concerns  regarding  compat- 
ibility of  new  buildings  with  neighborhood  scale  are  addressed  in  this  plan 
by  establishing  policies  regarding  the  height  and  bulk  of  buildings  and  by 
urban  design  guidelines  (in  Key  Strategy  4,  policy  4.2).  Developers  should 
be  allowed  to  build  any  number  of  residential  units  within  those  height  and 
bulk  limitations,  subject  only  to  building  code  restrictions  and  a  minimum 
density  of  one  unit  for  every  800  square  feet  of  lot  area.  This  flexibility 
would  allow  developers  to  produce  a  higher  number  of  smaller  units  or  a 
lower  number  of  larger  units  as  needed,  rather  than  being  constrained  by 
density  restrictions  that  may  not  reflect  market  realities. 

Policy  1.4:  Produce  housing  for  a  variety  of  household  sizes  and 
income  levels,  and  for  a  mix  of  rental  and  ownership  housing. 

Development  of  a  wide  variety  of  new  housing  stock,  containing  units  of 
various  sizes,  styles,  and  prices,  will  help  ensure  that  the  plan  area's  current 
diversity  in  income,  ethnicity,  family  size,  and  lifestyle  can  be  maintained  Where 
publicly-owned  parcels  are  being  developed,  the  city  should  require  that  this 
diversity  be  included  as  part  of  new  development. 

Policy  1.5:  Require  or  encourage  that  parking  costs  be  separated 
from  housing  prices  or  rents  in  new  residential  development. 

Currently  most  new  ownership  housing  and  some  new  rental  housing  has 
parking  included  in  the  base  price  of  a  unit.  This  encourages  auto  owner- 
ship and  use  because  the  cost  for  storing  a  vehicle  is  an  already  "sunk"  and 
invisible  cost.  Individuals  or  families  who  do  not  own  or  may  not  need  a 
car  must  pay  for  the  space  anyway,  needlessly  driving  up  the  cost  of  their 
housing. 
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Where  possible  the  city  should  require  parking  spaces  to  be  sold  or  rented 
to  residents  for  a  price  separate  from  that  of  the  unit  itself.  While  it  may 
not  be  possible  to  require  this  "unbundling"  in  private  developments 
through  the  Planning  Code,  the  requirement  can  and  should  be  incorpo- 
rated into  all  developments  on  city-owned  land.  It  should  be  strongly 
encouraged  everywhere  else.  This  will  require  that  only  those  who  really 
need  a  car  pay  for  storing  one,  and  also  serve  to  lower  the  cost  of  housing 
for  those  who  do  not  need  or  want  a  car. 

Objective  2:  Strengthen  the  Ocean  Avenue  Neighborhood  Commercial 
District  with  new  commercial  and  residential  mixed-use  development. 

Policy  2.1:  Encourage  new  mixed-use  commercial  and  residential 
infill  within  the  commercial  district,  while  maintaining  the  district's 
existing  fine-grained  character. 

Over  time  there  will  be  opportunities  to  replace  some  existing  structures  in 
the  commercial  district  with  new  development.  Infill  on  these  parcels  with 
mixed-use  developments  containing  up  to  three  floors  of  housing,  and 
retail  space  on  the  ground  floor  should  be  encouraged.  To  retain  the 
district's  fine-grained  character,  consolidation  or  mergers  of  more  than  one 
parcel  should  be  prohibited.  An  exception  to  this  rule  should  be  made  for 
mergers  where  a  corner  parcel  would  be  consolidated  with  one  adjacent 
parcel.  These  mergers  would  allow  slighdy  larger  structures  to  be  devel- 
oped on  corners,  which  would  allow  more  housing  units  to  be  developed 
with  access  to  parking  from  the  side  street. 

Policy  2.2:  Prohibit  large  commercial  uses. 

Commercial  uses  under  4,000  square  feet  in  size  should  be  permitted  as  of  right, 
since  such  size  maintains  the  fine-grained,  pedestrian-oriented  character  desired  in  the 
commercial  district.  Retail  uses  4,000  to  10,000  square  feet  in  size  should  be  consid- 
ered as  a  conditional  use  under  the  following  conditions: 

•  The  proposed  use  satisfies  a  recognized  retail  need  of  the  immediate 
surrounding  neighborhood,  and 

•  is  not  primarily  auto-oriented,  and 

•  can  be  successfully  integrated  into  the  neighborhood  context  and  scale, 
and 

•  does  not  require  relaxation  of  policies  elsewhere  in  this  plan,  or  in  the 
Planning  Code,  regarding  parking,  setbacks,  or  urban  design. 

A  conditional  use  for  a  retail  use  exceeding  10,000  square  feet  should  be 
granted  only  for  a  general  grocery  located  on  one  of  the  parcels  in  the 
Phelan  Loop  Area  along  the  north  side  of  Ocean  Avenue  between  Phelan 
and  Plymouth  Avenues.  The  general  grocery  should  also  meet  the  condi- 
tions stated  above. 
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Policy  2.3:  Redevelop  the  parcels  in  the  Phelan  Loop  Area,  along  the 
north  side  of  Ocean  Avenue  between  Phelan  and  Plymouth  Av- 
enues, with  new  mixed-use  development. 

The  north  side  of  Ocean  Avenue,  between  Phelan  Avenue  and  Plymouth 
Avenue  offers  an  opportunity  for  comprehensive  redevelopment.  The 
Development  Program  Section  of  this  plan  outlines  a  detailed  redevelop- 
ment program  for  the  Phelan  Loop  Area. 

Objective  3:  Create  an  active,  mixed-use  neighborhood  around 
the  transit  station. 

Policy  3.1:  Introduce  new  transit-oriented,  mixed-use  buildings  on 
opportunity  sites  in  the  Transit  Station  Neighborhood. 

Improving  the  transit  facilities  alone  will  not  be  enough  to  create  a  vital 
neighborhood  around  the  transit  station.  Without  new  mixed-use  develop- 
ment, bringing  more  people  to  live  and  shop  in  the  area,  it  will  not  be  possible 
to  transform  this  area  into  a  true  neighborhood.  A  detailed  development 
program  for  the  Transit  Station  Neighborhood  is  outlined  in  Section  4. 

Policy  3.2:  Establish  mixed-use  housing  and  retail  as  the  principal 
land  use  in  the  transit  station  neighborhood. 

Housing  and  retail  around  the  station  will  help  to  enliven  the  area  while  providing 
needed  new  residential  units.  Ground  floor  retail  space  should  be  focused  on 
neighborhood-oriented  shops  and  services  and  individual  retail  uses  should  not  be 
larger  than  5,000  square  feet  to  create  a  fine-grained,  pedestrian-oriented  character. 
Auto-oriented  uses  should  be  prohibited.  In  general,  ground  floor  retail  space  should 
be  permitted,  but  not  required,  in  the  transit  station  neighborhood  An  exception  to 
this  should  be  the  Upper  Yard  site,  where  active  retail  space  should  be  required  at  the 
corner  of  Geneva  and  San  Jose  Avenues  and  along  at  least  50  percent  of  the  site's 
Geneva  Avenue  frontage. 

Policy  3.3:  On  opportunity  sites  in  the  Transit  Station  Neighborhood, 
maximize  density,  balanced  with  sensitivity  to  neighborhood  context. 

Because  of  the  proximity  to  excellent  transit  service,  it  will  be  critical  to 
maximize  housing  development  in  the  Transit  Station  Neighborhood. 
However,  like  other  places  in  the  plan  area,  building  height  and  bulk  must 
be  balanced  with  sensitivity  to  the  surrounding  context.  This  does  not  imply 
that  new  buildings  developed  around  the  station  must  be  at  the  same  height 
as  those  in  the  surrounding  neighborhoods,  but  it  does  mean  that  care 
should  be  taken  in  their  design.  Key  Strategy  4  and  the  Development 
Program  section  provide  guidelines  for  new  buildings  in  this  area. 

Policy  3.4:  Encourage  appropriate  institutional  uses  in  the  Transit 
Station  Neighborhood. 

In  addition  to  housing  and  neighborhood-serving  commercial  uses,  the  Transit 
Station  Neighborhood  is  well-suited  for  arts,  educational,  and  other  community- 
serving  institutional  uses.  These  would  complement  the  existing  concentration  of 
educational  institutions  nearby,  as  well  as  private  uses  like  the  'Turko-Persian  Rug 
Building,"  which  now  contains  space  for  musicians.  The  Geneva  Office  Building  is  a 
particularly  appropriate  location  for  community-serving  institutional  uses. 
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While  arts,  educational,  and  community-serving  institutional  uses  are 
appropriate  for  the  Transit  Station  Neighborhood,  they  should  comple- 
ment and  not  replace  opportunities  for  the  creation  of  housing. 

Objective  4:  Protect  existing  housing. 

Policy  4.1:  Maintain  a  presumption  against  the  loss  of  existing  housing 
units. 

As  housing  demand  increases,  developers  or  property  owners  may  seek  to  demolish 
or  renovate  housing  that  currendy  serves  lower-income  households  in  favor  of 
housing  for  higher-income  households.  With  the  exception  of  substandard  units,  the 
existing  housing  stock  should  be  protected,  especially  those  units  serving  lower- 
income  households.  Development  proposals  that  would  result  in  a  net  decrease  in 
the  number  of  housing  units  should  be  rejected. 

Development  proposals  which  would  entail  demolishing  existing  units,  but  would 
result  in  a  net  addition  to  the  number  of  housing  units  in  the  area,  should  be 
considered  on  a  case-by-case  basis,  by  means  of  a  conditional  use  permit  As  part  of 
its  findings  in  approving  the  conditional  use  application,  the  Planning  Commission 
should  be  able  to  find  that  the  new  development  provides  at  least  as  many  under 
market-rate  units  as  were  demolished 

PoKcy  4.2.  Control  dwelling  unit  mergers. 

It  is  the  policy  of  the  city  to  require  careful  review  before  permitting  the  merger  of 
two  or  more  dwelling  units.  In  the  plan  area,  like  elsewhere  in  the  city,  all  applications 
for  a  dwelling  unit  merger  should  be  considered  by  the  Planning  Commission  on  a 
case-by-case  basis  through  the  Discretionary  Review  process.  The  Commission 
should  consider  detrimental  effects  to  the  housing  supply,  landmark  designations, 
planned  owner-occupancy,  and  displacement  effects. 

Policy  43.  Assist  lower-income  homeowners  in  making  improvements  to 
their  houses. 

The  availability  of  low-interest  loans  can  help  homeowners  with  limited  resources  to 
make  structural  or  aesthetic  improvements  to  their  properties.  These  funds  allow 
lower-income  households  to  improve  their  homes  and  remain  in  their  communitv 
rather  than  live  in  unsatisfactory  conditions  or  relocate  to  other  communities  where 
affordable  and  adequate  housing  can  be  found 

Objective  5:  Establish  Programs  to  Increase  Affordability  of  Housing 
Developed  in  the  Plan  Area. 

Policy  5.1  Encourage  lending  institutions  to  expand  the  Location  Efficient 
Mortgage  Program  to  cover  the  plan  area. 

The  Bay  Area  is  one  of  the  pilot  locations  for  the  Location  Efficient  Mortgage 
Program  This  program  recognizes  the  lower  costs  of  transportation  for  households 
living  in  neighborhoods  near  good  transit  service  and  allows  these  households  to 
qualify  for  higher  mortgage  amounts  based  on  these  lower  transportation  costs.  The 
plan  area  should  be  included  in  the  eligibility  zone  for  this  new  program 
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Art  can  enhance  buildings  themselves. 
New  civic  buildings  like  a  branch 
library  will  generate  art  enrichment 
funds  for  new  public  art  projects, 
which  can  be  sited  on  the  exterior  of 
the  building,  providing  street  appeal 
and  neighborhood  beautification. 


4.  Build  with  a  Sense  of  Place 


The  distinctive  and  attractive  qualities  of  an  area  derive  in  great  part 
from  the  design  of  individual  buildings  and  the  way  in  which  these 
buildings  come  together  to  form  the  public  realm.  This  section  of 
the  plan  addresses  the  scale,  character,  and  relationships  that  new  buildings 
along  major  streets  in  the  plan  area  (except  those  zoned  residential  only) 
should  embody  in  strengthening  the  public  realm. 

Buildings  define  the  public  realm,  in  addition  to  providing  space  for  a  myriad 
of  private  activities.  The  built  environment  provides  the  setting  for  people 
to  meet  and  interact  informally,  as  well  as  shapes  the  neighborhood's  range 
of  social  experiences.  Building  height,  articulation,  setback,  and  spacing 
define  the  scale  and  character  of  streets,  sidewalks,  plazas,  and  open  space 
that  comprise  the  community's  space.  Buildings  shape  the  view  and  regulate 
the  amount  of  sunlight  that  reaches  the  street.  The  uses  of  buildings  and 
their  relationship  to  one  another  affect  the  variety,  activity,  and  liveliness  of 
a  place.  Buildings  with  a  mix  of  uses,  human  scale,  and  interesting  design 
contribute  to  attractive  and  inviting  neighborhoods,  and  are  vital  to  the 
creation  of  lively  and  friendly  streets  and  public  spaces.  In  the  best  cases, 
the  defining  qualities  of  buildings  along  the  street  create  a  kind  of  "urban 
room,"  comfortable  at  the  pedestrian  scale,  where  the  public  life  of  the 
neighborhood  thrives. 


Existing  Height  Limits 

28'  55'    B  105' 

32'  65'    ■  120' 

40'    MM   85'    ■  160' 


Open  Space 
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The  following  broad  urban  design  objectives  for  building  in  the  plan  area  arc 
followed  by  specific  urban  design  guidelines  that  achieve  these  objectives. 

Objective  1:  Create  strong  physical  and  visual  links  between  the 
Transit  Station  Neighborhood,  City  College,  and  the  Ocean  Avenue 
Neighborhood  Commercial  District. 

San  Francisco's  urban  form  is  comprised  of  very  memorable  patterns  that  help 
residents  and  visitors  alike  navigate  through  the  city,  understand  relationships  between 
different  neighborhoods,  and  feel  a  uniqueness  of  place.  The  traditional  street  grid 
pattern,  reinforced  by  tightly-knit  streetfront  buildings,  is  the  strongest  organizing 
pattern  in  the  city  and  should  be  used  to  connect  the  activity  centers  in  the  plan  area. 
Creating  identifiable  landmarks,  through  siting  and  massing  of  significant  buildings, 
will  also  provide  reference  points  and  emphasize  the  importance  of  certain  locales. 

Objective  2:  Emphasize  the  landmark  importance  and  opportunity  for 
housing  development  afforded  by  the  transit  station. 

Building  heights  and  development  densities  at  the  transit  station  should  be 
greater  to  take  advantage  of  the  transit  infrastructure  and  recognize  the 
station's  importance  in  the  neighborhood's  landscape. 

Objective  3:  Knit  together  isolated  sections  of  the  plan  area  with 
new  mixed-use  infill  buildings. 


Draft  for  Public  Review  |  October  2002 


54 


Key  Strategies 


4.  Build  with  a  Sense  of  Place 


Significant  gaps  in  development  and  activity  along  streets  caused  by 
underutilized  land  or  the  intrusion  of  major  infrastructure  can  make  even 
very  close  areas  seem  distant,  isolated,  unconnected,  and  out  of  mind. 
Filling  in  these  gaps  with  active  mixed-use  buildings  will  make  what  are 
now  isolated  places,  such  as  the  transit  station  and  the  Ocean  Avenue 
commercial  district,  feel  physically  and  psychologically  connected.  By 
knitting  together  these  areas  with  infill,  residents  and  visitors  alike  will  feel 
more  comfortable  and  encouraged  to  walk  around  the  plan  area  and  take 
advantage  of  the  shopping,  cultural,  and  transportation  resources  that  have 
seemed  distant  and  separated  by  bleak  voids. 

Objective  4:  Ensure  a  rich  and  active  pedestrian  realm,  especially 
along  neighborhood  commercial  streets. 

The  pedestrian  friendliness  of  an  area  is  not  only  established  by  the  state  of  its 
sidewalks  and  traffic  conditions,  but  also  is  influenced  heavily  by  the  buildings 
and  activities  that  line  the  streets  and  define  the  public  realm.  Building  frontages 
that  invite  people  to  enter,  that  provide  architectural  interest  and  a  sense  of 
scale,  and  that  are  transparent  enough  to  provide  visual  connections  to  and 
from  the  sidewalk  help  make  the  pedestrian  environment  more  enjoyable  and 
safe.  The  pedestrian  interacts  most  with  the  ground  story  of  buildings,  and  the 
greatest  amount  of  attention  must  be  paid  to  the  articulation,  transparency,  and 
relation  of  building  uses  to  the  sidewalk  on  the  lower  levels  of  buildings.  It  is 
critical  to  ensure  that  pedestrian  routes,  especially  in  commercial  areas,  are  not 
interrupted  or  disrupted  by  auto  access  and  garage  doors. 

Objective  5:  Respect  and  build  from  the  successful  established  patterns 
and  traditions  of  building  massing,  articulation,  and  architectural 
character  of  the  area  and  the  city. 

While  architectural  innovations  and  new,  interesting  styles  keep  a  city 
dynamic  and  fresh,  there  are  fundamental  patterns  of  building  composition 
that  are  essential  to  creating  a  pleasing  public  realm  and  establishing  a 
human-scaled  neighborhood  character.  Common  rhythms  of  building 
projections,  window  detail  and  proportions,  exterior  materials,  and  overall 
building  siting  are  a  few  key  ingredients  that  must  be  maintained  regardless 
of  the  specific  architectural  fashion  employed. 

Policy  4.1:  Adopt  height  and  bulk  controls,  based  on  the  above  objectives, 
that  maximize  opportunities  for  housing  development  while  ensuring  that 
new  development  is  appropriately  scaled  for  the  neighborhood. 

In  general,  existing  height  limits  throughout  the  surrounding  neighborhoods 
and  most  of  the  Ocean  Avenue  commercial  district  should  remain  un- 
changed, while  allowing  heights  to  increase  towards  the  transit  station  and 
be  taller  than  the  surrounding  context.  Development  immediately  around 
the  station,  on  San  Jose,  Geneva  and  Ocean  Avenues,  should  be  somewhat 
taller  than  the  surrounding  neighborhoods  to  mark  the  station's  importance 
as  a  landmark,  to  provide  opportunities  for  more  housing  in  the  most 
advantageous  locations,  and  to  help  bring  more  activity  and  energy  to  the 
Transit  Station  Neighborhood.  Recommended  zoned  height  limits  reflect 


55 


Balboa  Park  Station  Area  Plan 


Key  Strategies 


4.  Build  with  a  Sense  of  Place 


maximum  heights  for  those  parcels,  with  further  height  sculpting  and 
stepping  down  in  order  to  reflect  adjacent  contextual  conditions  controlled 
by  specific  urban  design  guidelines  outlined  in  this  plan  for  significant 
parcels. 

Notable  features  of  the  height  recommendations  are  as  follows. 

•  Maximum  building  heights  on  the  Kragen  Auto  and  Phelan  Loop  sites 
(along  Ocean  Avenue)  are  lowered  from  65  to  55  feet. 

•  Maximum  building  heights  are  increased  immediately  around  the 
station  itself,  where  immediate  access  to  transit  and  larger  parcels 
warrant  these  changes:  (a)  the  east  side  of  San  Jose  Avenue,  between 
Geneva  Avenue  and  the  north  side  of  Ocean  Avenue  are  increased 
from  40  to  50  feet;  (b)  the  Upper  Yard,  which  is  currently  split  be- 
tween 105  foot  and  40  foot  height  limits,  is  evened  out  at  an  overall 
maximum  height  of  85  feet. 

•  The  Geneva  Office  Building,  which  is  currently  zoned  with  a  maxi- 
mum height  limit  of  105  feet,  is  lowered  to  40  feet  to  promote 
preservation  of  the  historic  building. 

•  The  reservoir,  which  is  currently  zoned  for  maximum  40- foot  limits  on 
the  northern  half  and  a  65-foot  height  limit  on  the  southern  half,  will 
be  re-apportioned  to  reflect  the  re-alignment  of  the  berm  to  run 
north-south,  such  that:  (1)  the  western  half  of  the  reservoir,  closer  to 
the  Westwood  Park  neighborhood,  has  40-foot  height  limits;  (2)  the 
northernmost  portion  of  the  eastern  half  has  40-foot  height  limits;  and 
(3)  most  of  City  College's  portion,  just  north  of  the  Phelan  Loop  and 
abutting  Phelan  Avenue,  remains  at  65-foot  height  limits. 

Policy  4.2:  Adopt  urban  design  guidelines  to  ensure  that  new  development 
contributes  to  and  enhances  the  best  characteristics  of  the  plan  area- 
New  construction  is  likely  to  happen  at  different  scales — modest  structures 
will  fill  in  gaps  on  small  parcels  along  Ocean  Avenue,  some  building 
owners  will  merely  upgrade  their  facades,  and  other  large  underutilized 
parcels  will  see  dramatic  redevelopment.  Regardless  of  scale,  new  develop- 
ment should  add  to  the  district's  character,  create  a  human  scale  public 
realm,  and  fit  within  the  city's  traditional  fabric,  regardless  of  architectural 
style.  Larger-scale  development  efforts  must  take  great  care  to  not  over- 
whelm the  scale  of  the  area  and  to  positively  establish  a  pedestrian-scale 
pattern.  The  following  guidelines  are  included  to  instruct  such  efforts  and 
compliance  with  all  of  these  guidelines  is  mandator}-. 

These  urban  design  guidelines  ensure  that  the  fundamentals,  the  inviolable  core 
principles,  of  good  neighborhood  design  are  followed  while  allowing  for 
freedom  of  architectural  expression.  A  variety  of  architectural  styles  (e.g 
Victorian,  Art  Deco,  Mediterranean  Revival)  can  achieve  these  important  design 
performance  standards.  As  such,  architectural  stvle  is  not  regulated  in  this  plan, 
but  instead  the  plan  regulates  the  elements  of  building  and  site  design  that 
affect  the  scale,  character,  and  pedestrian  friendliness  of  the  neighborhood.  The 
intent  is  to  encourage  the  design  of  buildings  with  a  human  scale  that  contrib- 
ute to  the  establishment  of  an  inviting  and  visually  interesting  neighborhood,  in 
keeping  with  San  Francisco's  traditional  development  patterns. 
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Urban  Design  Guidelines 

The  following  guidelines  apply  to  all  development  in  mixed-use  districts. 
Residential  design  guidelines  apply  to  development  in  residential  districts. 

The  Design  Guidelines  are  broken  down  into  two  main  areas  of  concern: 
(1)  Massing  &  Articulation  and  (2)  treatment  of  the  Ground  Floor,  which  is 
further  subdivided  based  on  the  type  of  street  a  building  faces.  For  both 
areas  of  concern  are  Standards,  which  are  mandatory  requirements  (often 
associated  with  quantifiable  measures),  and  Guidelines,  which  are  recom- 
mendations for  good  building  design. 

(1)  Massing  and  Articulation 

Standards: 

•  Extend  the  city  street  network  and  create  human-scaled  blocks.  The  city 
grid  pattern  provides  an  organized  and  measured  relationship 
to  give  sense  of  place,  orientation,  scale,  and  comfort.  Devel- 
opment patterns  must  be  respectful  of  the  existing  street  grid 
pattern  and  alignments  to  avoid  the  creation  of  "super  blocks" 
that  would  be  out  of  scale  with  the  rest  of  the  neighborhood 
and  inhospitable  to  pedestrians.  Development  on  large  parcels 
must  extend  existing  rights-of-way  onto  or  through  the  parcel 
or  create  entirely  new  rights-of-way,  such  that  the  resulting 
development  continues  the  existing  block  pattern,  such  that  no 
block  is  larger  than  215  feet  by  600  feet.  Blocks  must  bounded 
on  all  sides  by  public  rights-of-way  or  other  means  of  public 
access  (e.g.  open  space,  pedestrian  passages),  and  any  block 
length  longer  than  400  feet  must  be  bisected  by  at  least  one 
midblock  public  pedestrian  passage. 

•  Significant parcel  consolidation  is prohibited  to  preserve  the  fine-grained  scale  of  the 
neighborhood.  No  parcel  consolidation  will  be  permitted  that  creates  lots 
greater  than  7,500  square  feet  or  with  street  frontage  greater  than  60 
feet  (along  Ocean  Avenue  between  Manor  and  Delano  and  along  San 
Jose  Avenue  between  Ocean  Avenue  and  Geneva  Avenue).  The 
neighborhood  is  built  on  a  traditional  fabric  of  lots  that  are  narrow 
and  deep,  which  provides  for  an  enriching  block  face,  diversity  of 
buildings,  and  stimulating  pedestrian  experience. 

•  All  buildings  must  have  a  maximum  horizontal plan  dimension  of  110  feet, 
with  a  maximum  diagonal  of  125  feet.  These  modulation  and  articula- 
tion increments  are  based  on  the  walking  speed  of  the  average 
person  and  the  need  to  experience  diversity  in  the  streetfront  every 
ten  to  twenty  paces.  The  form  of  new  buildings  must  consider  the 
proportions  and  massing  of  other  residential  and  street-front 
commercial  buildings  found  throughout  San  Francisco,  which  are 
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typically  based  on  25-foot-wide  building  increments  for  row 
houses  and  neighborhood  retail  frontages,  and  that  generally  do 
not  exceed  75  feet  in  width  for  larger  apartment  or  office  build- 
ings. Efforts  should  be  made  to  integrate  the  building  into  the 
overall  scale  of  the  streetwall.  Many  of  the  development  parcels  in 
the  plan  area  are  wider  than  the  traditional  25-foot  lot  pattern,  and 
care  must  be  taken  to  create  a  fine-grained  human  scale.  Individual 
buildings  should  maintain  an  expression  of  architectural  unity,  even 
for  larger  buildings,  within  the  110  foot  maximum  dimension. 
There  must  be  a  qualitatively  different  expression  of  buildings 
between  adjacent  structures.  An  exception  to  this  maximum 
horizontal  plan  dimension  should  be  granted  for  development  of 
a  neighborhood-serving  general  grocery  on  the  Phelan  Loop  site. 
In  no  case,  however,  should  the  maximum  horizontal  plan 
dimention  be  allowed  to  exceed  215  feet 

Build  the  bulk  of  buildings  up  to  the  edge  of  public  rights-of-way.  Buildings 
should  embrace  the  public  realm  and  the  sidewalk,  and  set  back 
only  to  accommodate  elements  that  enhance  this  effect.  Variations 
from  this  to  accommodate  wider  sidewalks  or  front  steps  or 
stoops,  create  lively  storefronts,  or  to  mark  entrances  should  be 
limited  to  the  ground  floor  as  defined  elsewhere  in  these  guidelines. 
Where  sidewalks  are  5  feet  wide  or  less,  new  construction  should 
set  back  to  widen  the  sidewalk  to  at  least  8  feet,  especially  along 
Ocean  Avenue.  In  the  case  of  through-lots,  concentrate  massing 
along  public  rights-of-way  and  locate  any  open  areas  at  the  center 
of  the  lot. 

Above  the  ground  floor  the  minimum  window  reveal  is  two  inches.  Upper 
floors  should  include  smaller,  vertically  proportioned  windows 
punched  into  walls,  projections  such  as  bay  windows,  or  small 
balconies.  The  typical  window  unit  should  be  oriented  vertically 
and  reflect  traditional  arrangements  found  throughout  San  Fran- 
cisco. Sliding  windows  or  applied  mullions  on  windows  facing  the 
street  are  not  permitted. 

San  Francisco's  architectural  tradition  and  fundamentals  of  good 
place-making  suggest  that  buildings  that  contribute  most  to  the 
public  realm  have  a  visually  satisfying  proportion  between  a 
facade's  openings  and  its  solid  planes.  In  the  best  places  around  San 
Francisco,  there  is  a  balance  between  openings  and  solid  planes, 
emphasizing  pedestrian  entries,  windows,  and  other  points  of 
interest,  while  de-emphasizing  garages,  storage,  and  mechanical  areas. 
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Structured  parking  shall  be  designed  as  an  integral  building  element,  located 
within  or  below  development,  completely  screened  from  view,  and 
wrapped  by  active  uses  on  all  major  street  frontages,  notably  along 
Ocean,  San  Jose  and  Geneva  Avenues  and  the  civic  open  space 
area  on  Harold  Avenue.  Parking  accommodation  should  create 
minimal  physical  and  visual  disruption  to  the  pedestrian  environ- 
ment. 


Guidelines: 

•  In  addition  to  the  larger  building  mass  articulation  based  on  the  25-50 foot  module 
(outlined  above),  buildingfacades  which  face  the  public  realm  (e.g.  streets,  parks, 
plazas)  must  be  further  articulated  with  a  rhythm  of  finer  incremental  elements. 
Divisions  and  changes  in  building  volumes,  wall  planes,  and  rooflines 
are  encouraged.  The  use  of  bay  windows  or  similar  projections  is 
encouraged,  with  vertical  modules  or  breaks  in  facade  plane  from  the 
ground  floor  ceiling  height  to  the  building  cornice  each  12  to  15  feet 
of  frontage. 

These  guidelines  do  not  imply  a  requirement  for  bay  windows.  How- 
ever, bay  windows  serve  a  number  of  important  functions  in  the 
articulation  of  buildings.  They  extend  a  building's  private  domain  into 
the  public  realm,  making  for  richer  and  more  engaging  interactions  of 
buildings  and  streets  and  maximizing  the  opportunity  for  "eyes  on  the 
street."  Other  ways  of  achieving  such  building  articulation  and  a  flow 
between  the  interior  of  buildings  and  the  public  realm — outside  of  a 
strict  requirement  for  bay  windows — may  also  exist,  but  any  alternative 
architectural  solution  should  achieve  these  benefits  to  the  public  realm. 

•  Special  building  elements  and  architectural  expressions  such  as  towers,  special  entries, 
or  cupolas  should  be  used  strategically  at  key  locations,  including  street  intersections 
and  near  important  public  spaces.  They  contribute  to  a  building's  distinction 
as  a  landmark,  help  to  define  a  gateway,  draw  attention  to  an  important 
activity,  or  help  define  public  gathering  places.  These  elements  must  be 
integrated  into  the  design  of  the  building  Special  corner  treatments  are 
encouraged  for  buildings  that  front  onto  the  intersections  of  Harold 
and  Ocean  Avenues,  Phelan  and  Ocean  Avenues,  San  Jose  and  Geneva 
Avenues,  and  at  the  primary  entrances  of  the  transit  station  facing 
Geneva  and  Ocean  Avenues. 

•  Buildings  must  include  a  clearly  defined  base,  middle,  and  roof  or  cornice.  The 
middle  of  buildings  should  be  clearly  distinguished  from  the  base  and 
be  articulated  with  windows,  projections,  porches,  and  balconies. 
Above  five  stories,  the  top  floor(s)  should  be  incorporated  into  an 
appropriately  scaled  expression  of  the  building's  top. 
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Cornices  are  not  required.  However,  when  designed  well,  cornices 
serve  a  number  of  important  functions  in  relating  a  building  to  the 
public  realm.  They  terminate  the  facade  against  the  sky  and  create  a 
definition  that  establishes  the  public  street  environment  as  an  urban  room. 
They  are  an  integral  part  of  the  facade  composition,  adding  balance 
and  helping  tie  the  upper  portions  of  a  building  to  its  base. 

Other  ways  of  achieving  these  gestures  to  the  public  realm — other  than 
strict  inclusion  of  a  cornice — are  possible,  but  any  alternative  architec- 
tural expression  of  a  facade  should  achieve  these  benefits  to  the  public 
realm.  The  minimum  recommended  horizontal  projection  is  two  feet, 
with  three  feet  preferable  for  buildings  up  to  five  stories.  The  roof, 
cornice,  and  parapet  area  should  be  well  integrated  with  the  building's 
overall  composition,  be  visually  distinctive,  and  should  include  elements 
that  create  skyline  interest.  Roof  forms  should  be  drawn  from  the  best 
examples  in  the  area. 

Upper  floor  setbacks  or  other  architectural  techniques  should  be 
considered  for  structures  taller  than  four  stories  in  order  to  relate  to  the 
scale  of  nearby  buildings  and  establish  a  sense  of  street  enclosure  that 
avoids  abrupt  changes  in  height. 

•  Buildingfacades  should  include  three-dimensional  detailing  such  as  bay  windows 
(discussed  above),  cornices,  belt  courses,  window  moldings,  and  reveals  to  create 
shadows  and  add  interest.  Other  elements  that  may  contribute  include 
awnings,  canopies,  projections,  trellises,  or  detailed  parapets.  Windows 
and  cornices  are  especially  important  elements  contributing  to  the 
creation  of  a  comfortable  urban  room  and  pedestrian  environment. 

•  High  quality  building  materials  should  be  used  on  all  visible  facades  and  could 
include  stone,  masonry,  ceramic  tile,  wood,  pre-cast  concrete,  and  high-grade 
traditional  "hard  coat"  stucco  (as  opposed  to  "synthetic  stucco  "  that  uses  foam). 
Rich  detailing  is  encouraged  to  provide  interest  and  create  variation  in 
wall  planes.  Materials  and  level  of  detail  should  be  drawn  from  the 
best  examples  in  the  area.  Base  and  cornice  materials  should  be  bal- 
anced in  material  and  color,  or  both. 

(2)  The  Ground  Floor 

The  design  and  use  of  a  building's  ground  floor  has  the  most  direct 
influence  on  the  pedestrian  experience  along  the  street.  Ground  floor  uses 
in  the  area  are  devoted  to  retail,  service,  and  public  uses;  and  to  residential 
units,  lobbies,  and  storage  in  apartment  buildings.  These  uses  provide  an 
active  and  visually  interesting  edge  to  the  public  life  of  the  street,  which  is 
especially  critical  on  neighborhood  commercial  streets. 

Ground  floors  should  be  visually  distinguishable  from  upper  floors,  with 
generous  ceiling  heights.  The  base  or  ground  floor  of  all  buildings  should 
contain  active  ground-floor  uses  and  avoid  blank,  unarticulated  wall  planes. 
The  ground  floor  should  be  composed  of  a  clearly  legible  framework  of 
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structural  bays,  flexible  enough  to  offer  the  potential  for  varied  and 
interesting  street-front  shops,  restaurants,  or  lobbies  for  residences.  Store- 
fronts should  include  large  windows,  clearly  defined  entries,  and  attractive 
pedestrian-level  detailing  and  ornamentation. 

Standards: 

•  Primary  building  entries  are  encouraged  to  be  set  back,  though  no  more  than  5  feet 
from  the  street-facingfafade;  and  should  be  no  wider  than  15  feet  at  the  facade  per 
individual  entry.  A  recessed  entryway  provides  transition  space  between 
the  public  sidewalk  and  the  private  interior  of  the  building  and  creates 
a  welcoming  portal  to  the  public  realm. 

•  Surface  parking  lots  are  prohibited  between  the  sidewalk  and  the  front  of  buildings. 

•  For  parcels  with  greater  than  25  feet  of  street frontage,  parking  is  not  permitted 
within  30  feet  of  the  sidewalk.  This  space  should  be  supportive  of  residen- 
tial or  commercial  uses.  For  corner  lots,  one  street  face,  preferrably  that 
which  is  not  on  a  commercial  or  transit  street,  is  excluded  from  this 
requirement,  provided  that  parking  is  fully  screened  and  not  visible 
from  the  sidewalk.  For  residential-only  buildings,  parking  submerged  at 
least  5  feet  below  grade  need  not  be  set  back  from  the  sidewalk, 
provided  that  the  parking  is  fully  screened  and  not  visible  from  the 
sidewalk. 

•  No  more  than  30  percent  of  the  width  of  the  ground  floor  may  be  devoted  to  garage 
entries  or  blank  walls,  except  in  no  case  shall  garage  entries  be  limited  to  less  than 
10  feet  wide  (except  where  curb  cuts  are  expressly  prohibited  by  this  plan,  such  as 
on  Ocean  Avenue).  No  facade  may  feature  garage  entries  that  together 
total  greater  than  20  feet  in  width.  Large  garage  entries  are  extremely 
detrimental  to  the  pedestrian  character  and  safety  of  a  street  and 
vehicle  traffic  crossing  the  sidewalk  should  be  contained  to  the  absolute 
rninimum  necessary  to  facilitate  access.  Eight-foot-wide  garage  entries 
are  preferrable  for  narrower  parcels  (less  than  50  feet  wide).  At  least  70 
percent  of  the  width  of  the  ground  floor  must  be  devoted  to  win- 
dows, entrances  to  dwelling  units,  store  windows  and  entrances, 
landscaping  or  planters,  and  other  architectural  features  that  provide 
visual  relief  and  interest  for  the  street  frontage.  Building  entries  and 
shop  fronts  should  add  to  the  character  of  the  street  by  being  clearly 
identifiable  and  inviting.  Blank  walls  (absent  windows,  entries,  or 
ornamentation)  should  be  minimized.  Display  windows  with  unob- 
structed views  into  interior  spaces  and  building  entrances  should  line 
major  streets.  Service  functions  such  as  trash,  utility,  or  fire  rooms, 
should  not  be  placed  at  the  streetfront  if  possible. 

Guidelines: 

•  Use  changes  in  projections  and  recesses,  along  with  materials  and  color  to  emphasise 
pedestrian  entries  and  architectural  features,  and  to  de-emphasi^e  garage  doors  and 
parking.  These  elements  help  to  focus  attention  on  the  active  spaces  of 
a  building  and  reinforce  a  human  scale  within  the  facade. 
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•  First floor  residential  units  are  encouraged  to  be  at  least  three  feet  above  sidewalk 
level  such  that  the  window  sill  of  these  units  is  above  pedestrian  eye  level  in  order  to 
maintain  the  units'  privacy. 

•  Lower  level  (1-3  story)  residential  units  should  be  directly  and  independently 
accessible  from  the  sidewalk,  rather  than  from  common  lobbies. 

On  Commercial  Streets  (Ocean,  San  Jose,  and  Geneva  Avenues) 

Standards: 

•  In  all  cases,  ground floor  uses  should  be  directly  accessible  from  the  sidewalk  at 
sidewalk  grade  with  no  steps  up  or  down.  To  have  a  strong  relationship  with 
the  pedestrian  realm,  storefronts  and  residential  entries  should  be 
accessed  directly  from  and  related  to  the  sidewalk. 

•  Retail  frontages  must  be  no  less  than  60  percent  fenestrated  and  75  percent 
transparent.  For  improved  pedestrian  experience,  dark  or  mirrored  glass 
is  not  permitted.  Treat  solar  consideration  architecturally,  through  the 
use  of  recesses,  eyebrows,  or  awnings. 

•  Ground floors  should  have  at  least  1 1  feet  clear  ceiling  heights.  Successful  retail 
spaces  have  an  uncramped  atmosphere  with  high  ceilings.  They  often 
have  clerestory  windows. 

•  Horizontal  articulation  is  required  between  the  ground  floor  and  second  story.  A 
minimum  six-inch  projection  is  suggested.  The  human  scale  of  the  sidewalk  is 
of  paramount  importance  on  neighborhood  commercial  streets. 
Architectural  detailing,  such  as  a  belt  course  or  cornice  at  the  ground- 
floor  ceiling  height,  helps  to  frame  the  pedestrian  space  of  the  side- 
walk. 

•  If  provided,  off-street  parking  must  be  accessed  via  side  streets  or  alleys.  No  a/rb 
cuts  are  permitted  on  Ocean  Avenue  between  San  Jose  Avenue  and  Manor  Drive.  It 
is  critical  to  maintain  continuous  storefronts  and  an  active  pedestrian 
environment  uninterrupted  by  cross-traffic  accessing  off-street  parking 
or  dead  spaces  created  by  garage  doors. 

•  If  provided,  off-street  parking  must  be  setback  at  least  30  feet  from  a  street-facing 
property  line,  including  parking  above  the  ground floor.  Parking  is  not  permitted 
as  a  use  along  commercial  streets,  in  favor  of  active  uses  that  contrib- 
ute to  the  life  of  the  street 
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Though  a  high  level  of  transit  service  is  available  in  the  plan  area,  in 
many  cases  the  service  is  not  sufficiently  reliable  or  easy  to  use.  A 
series  of  measures  should  be  considered  in  order  to  capitali2e  on  the 
availability  of  public  transit  in  the  neighborhood  and  to  make  it  truly 
competitive  with  other  modes  of  transportation. 

Objective  1:  Maximize  the  potential  of  Balboa  Park  Station  as  a 
regional  transit  hub  that  efficiently  accommodates  bart,  light 
rail,  buses,  bicycles,  pedestrians,  taxis,  and  automobile  drop-off  and 

PICK-UP. 

Policy  1.1:  Re-design  the  Balboa  Park  Station  so  that  it  functions  as 
a  true  intermodal  transit  hub. 

This  is  the  most  important  transportation  improvement  for  the  plan  area. 
As  it  is  direcdy  served  by  four  BART  lines,  three  streetcar  lines,  eight  bus 
lines  and  myriad  shutde  services,  as  well  as  1-280,  very  few  other  locations 
in  the  region  come  close  to  the  level  of  accessibility  offered  here.  The 
station,  however,  does  not  live  up  to  its  potential  as  a  functional  transit  hub, 
nor  as  a  contributor  of  vitality  to  its  neighborhood.  The  Development 
Program  Section  details  a  plan  for  restructuring  the  station. 

Objective  2:  Improve  the  travel  time,  reliability,  comfort  and  safety 
of  transit  in  the  plan  area  so  that  it  becomes  competitive  with  the 
private  automobile. 

Policy  2.1:  Consider  introducing  signal  preemption  or  prioritization  for 
transit  vehicles  and  removing  stop  signs  on  major  transit  streets. 

Traffic  signal  systems  that  are  timed  to  benefit  automobiles  result  in  slower- 
moving  transit,  and  often  force  transit  vehicles  to  "bunch"  together.  Signal 
pre-emption  for  transit  vehicles  can  address  this  by  extending  the  green 
time  or  shortening  the  red  time  of  a  traffic  signal,  allowing  a  bus  or 
streetcar  to  pass  through  with  minimal  delay.  Stop  signs  slow  transit  service 
and  make  for  a  more  uncomfortable  ride  with  frequent  stops  and  starts. 
Stop  signs  on  transit  preferential  streets  should  be  rninimized  and  replaced 
by  signals  with  preemption. 

Policy  2.2:  Consider  introducing  a  dedicated  right-of-way  for  the  K- 
Ingleside  Muni  Metro  Line. 

The  K-Ingleside  streetcar  would  be  likely  to  operate  much  more  quickly 
and  reliably  if  it  were  to  have  its  own  dedicated  lane  along  Ocean  Avenue 
between  Phelan  Avenue  and  Junipero  Serra  Boulevard,  where  congestion  is 
particularly  severe.  One  way  to  implement  this  is  through  reserving  the  two 
center  lanes  for  transit  vehicles,  while  allowing  left-turning  vehicles  to  use 
the  left  lane  at  signalized  intersections.  The  regular  signal  phase  would  not 
include  a  green  left-turn  arrow,  unless  a  transit  vehicle  were  blocked  by  a 
vehicle  waiting  to  turn  left.  All  left  turns  at  non-signalized  intersections 
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would  be  prohibited.  Since  the  left  lane  is  at  present  often  blocked  by  left- 
turning  vehicles,  and  automobile  capacity  tends  to  be  most  constrained  at 
intersections,  a  dedicated  transit  right-of-way  would  be  likely  to  have 
minimal  impacts  on  auto  congestion  if  implemented  in  this  manner. 

Policy  2.3:  Consider  re-structuring  the  routing  of  Muni  bus  service 
in  this  part  of  the  city  to  more  effectively  serve  the  Balboa  Park 
Station. 

Balboa  Park  is  served  by  eight  Muni  bus  lines,  and  there  may  be  an  oppor- 
tunity to  optimize  their  routing  to  more  effectively  serve  both  the  station 
and  the  wider  neighborhood.  Many  of  the  lines  run  infrequently  or  take  a 
circuitous  route,  meaning  that  it  is  often  quicker  to  walk  to  Balboa  Park 
Station  from  parts  of  the  neighborhood  than  to  wait  for  the  bus.  In 
addition,  passengers  are  often  willing  to  walk  further  to  a  more  frequent 
bus  line.  A  study  should  be  conducted  to  examine  the  potential  to  consoli- 
date lines  or  sttearnline  routings,  allowing  frequencies  to  be  increased  while 
ensuring  that  all  parts  of  the  neighborhood  remain  within  easy  reach  of 
transit  service. 

Objective  3:  Improve  the  quality  of  the  transit  experience  through 
well-designed  stops  and  stations  that  make  a  positive  contribution  to 
the  streetscape. 

Policy  3.1:  Institute  a  program  of  upgrades  to  transit  stops. 

The  quality  of  the  travel  experience  for  transit  users  is  extremely  important. 
Passengers  are  less  likely  to  take  transit  if  it  makes  them  feel  more  frus- 
trated and  stressed,  and  less  valuable.  At  present,  most  transit  stops  in  the 
Balboa  Park  neighborhood  do  little  to  make  the  travel  experience  pleasant. 
Improvements  such  as  trees,  shelter,  seating,  lighting,  and  the  Nextbus 
passenger  information  system  should  be  implemented  at  transit  stops,  with 
a  particular  focus  on  streetcar  platforms. 
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6.  Get  Parking  Right 


The  design  of  new  transit  platforms 
and  shelters,  with  the  participation  of 
artists  as  part  of  a  collaborative  team, 
could  be  a  practical  and  aesthetic 
enhancement  of  the  streetscape.  The 
transit  shelters  along  San  Francisco's 
Embarcadero,  designed  by  Anna 
Valentina  Murch,  or  the  shelters  on 
1 9th  Avenue,  designed  by  Leonard 
Hunter  and  Sheila  Ghildini,  are  local 
examples  of  such  structures. 


Parking  is  a  tremendously  important — even  emotional  —  issue  for 
many  San  Franciscans.  San  Franciscans  pride  themselves  on  the 
unique  walkable  character  of  the  city  and  its  neighborhoods,  much 
of  which  is  created  by  the  dense  urban  nature  of  this  "transit  first"  city.  It 
has  been  said  that  no  great  city  is  known  for  its  abundant  parking  and 
similarly,  no  great  San  Francisco  neighborhood  is  known  for  its  ease  of 
parking.  In  fact,  neighborhood  shopping  streets  with  a  great  range  of 
shops  and  a  strong  sense  of  place  attract  large  numbers  of  shoppers 
despite  very  difficult  parking. 

But  many  residents  of  the  plan  area  rely  on  an  automobile  for  at  least  a 
portion  of  their  daily  journeys  and  are  concerned  about  where  they  will 
park  upon  their  return  home.  Similarly,  merchants  along  Ocean  Avenue 
know  that  a  portion  of  their  customers  arrive  by  car  and  want  to  ensure 
that  these  patrons  have  a  place  to  park  while  shopping. 

The  plan  area  cannot  become  a  better  place  if  it  does  not  benefit  from  a 
balanced  series  of  policies  with  respect  to  parking.  If  policies  are  too  liberal 
in  their  approach  to  parking,  they  will  surely  create  an  environment  that  is 
even  more  alienating  and  hostile  to  the  pedestrian  than  it  is  today,  more 
parking  creates  more  traffic,  reducing  a  neighborhood's  walkability  and 
livability.  If  the  policies  are  too  strict,  they  may  have  the  effect  of  making 
life  difficult  for  residents.  It  is  a  critical  balance  that  must  be  struck,  and  one 
in  which  everyone  will  need  to  compromise. 

The  city's  control  over  parking  represents  one  of  the  strongest  tools  the 
community  has  to  shape  the  future  of  this  neighborhood.  Parking  policy 
can  influence  people's  choices  for  travel,  encourage  new  housing,  support 
vibrant  local  stores,  and  maintain  the  quality  of  place.  Depending  on  how  it 
manages  parking — both  on-street  and  off-street — the  city  can  prioritize 
some  types  of  travel  over  others  and  influence  whether  new  trips  are  made 
in  single-occupant  automobiles,  further  clogging  area  streets,  or  by  some 
other  means  of  travel. 


Time  limits  for  parking,  coupled  with  effective  enforcement,  can  be  used 
to  favor  shoppers  over  employees  and  students  and  to  discourage  com- 
mute parking  near  transit,  thus  supporting  local  stores  and  promoting  off- 
peak  trips  by  neighbors  over  peak-hour  trips  by  commuters.  Parking 
pricing  can  be  used  to  ensure  that  spaces  are  available  for  those  who  need 
them,  and  to  raise  money  for  Muni  and  neighborhood  improvements. 
Parking  can  also  be  provided  in  convenient,  visible  locations  for  shared 
vehicles  through  car-sharing  programs,  reducing  the  need  for  people  to 
own  their  own  car  and  freeing  up  curb  space  for  other  users. 
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The  presence  of  the  main  City  College  campus  creates  a  large  parking 
demand  for  students,  faculty,  and  staff.  Parking  policies  related  to  City 
College  are  discussed  separately  elsewhere  in  this  document  (see  Key 
Strategy  8). 

Objective  1:  Establish  parking  standards  and  controls  that  pro- 
mote QUALITY  OF  PLACE,  AFFORDABLE  HOUSING,  AND  TRANSIT-ORIENTED 
DEVELOPMENT. 

Policy  1.1:  Replace  residential  minimum  parking  requirements  with 
maximums  for  parcels  near  transit. 

The  existing  minimum  parking  requirement  of  one  parking  space  per 
dwelling  unit  results  in  the  development  of  fewer  and  higher-cost  residen- 
tial units.  The  existing  residential  minimum  for  off-street  parking  (generalh 
one  space  per  unit)  should  be  eliminated  and  replaced  with  a  maximum  of 
one  space  per  unit  in  the  plan  area,  except  for  the  Transit  Station  Neighbor- 
hood, where  the  maximum  parking  ratio  should  be  one  space  for  every 
two  units.  If  not  specifically  noted  otherwise,  providing  off-street  parking 
up  to  the  maximum  would  be  allowed,  but  not  required,  in  the  plan  area. 
Eliminating  minimums  allows  developers  the  flexibility  to  tailor  parking  to 
the  constraints  of  a  site  and  the  needs  of  expected  residents.  Maximum 
requirements,  by  limiting  the  amount  of  off-street  parking  that  may  be 
provided,  help  to  protect  the  qualities  of  the  place,  promote  higher 
densities,  reduce  housing  costs,  and  encourage  transit  use. 

A  variety  of  proposals  in  this  plan  (pedestrian  improvements,  better  nearby 
shopping  opportunities,  car-sharing  programs,  and  residential  parking 
permit  programs)  go  hand-in  hand  with  the  idea  of  reducing  off-street 
parking  associated  with  new  development. 

Policy  1.2:  Replace  commercial  and  institutional  minimum  parking 
requirements  with  maximums  for  parcels  near  transit. 

Current  minimum  parking  requirements  for  commercial  and  institutional 
uses  of  10,000  square  feet  or  less  should  be  converted  to  maximums,  with 
no  required  minimums.  This  will  allow  developers  the  flexibilitv  to  maxi- 
mize retail  and  housing  development  in  new  mixed-use  buildings  near 
transit,  while  still  permitting  enough  parking  to  serve  appropriate  uses. 

Objective  2:  Ensure  that  new  development  does  not  adversely  affect 
parking  availability  for  existing  residents. 

Policy  2.1:  Institute  residential  permit  parking. 

On  residential  streets  around  the  transit  station,  residential  permit  parking  should  be 
instituted  on  a  consistent  basis  to  discourage  commuters  from  using  these  streets  to 
park  and  to  prioritize  space  for  residents  and  their  visitors. 
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Policy  2.2:  Consider  revisions  to  the  residential  permit  parking 
system  so  that  it  more  effectively  prioritizes  parking  for  residents. 

The  city's  existing  residential  permit  parking  (RPP)  system  is  intended  to 
mitigate  the  impacts  of  commuters  and  other  long-term  non-resident  parkers 
on  residential  streets.  The  program,  as  it  is  currently  configured,  is  only  partially 
successful  in  its  purpose  of  ensuring  that  adequate  on-street  space  is  available 
for  permit  holders.  In  addition,  the  program  is  not  always  effective  in  dealing 
with  spillover  concerns,  where  existing  residents  sometimes  oppose  new 
development  because  of  worries  that  new  residents  will  compete  for  scarce 
on-street  parking  spaces. 

The  city  should  engage  in  a  study  to  identify  revisions  to  the  RPP  program 
so  that  it  more  effectively  allocates  parking  as  a  scarce  resource  and  helps 
residents  to  welcome  appropriate  new  development.  Directions  for  further 
study  include:  1)  creating  more  of  a  true  market  for  on-street  parking.  This 
would  involve  raising  the  price  for  a  parking  permit  to  a  level  where  would 
be  more  likely  to  trade  off  the  costs  of  maintaining  a  car  against  the  costs 
of  other  means  of  transportation;  2)  enacting  regulations  stipulating  that 
residents  of  new  development  on  transit  preferential  streets  are  not  eligible 
for  a  permit;  and  3)  channeling  extra  revenue  from  higher  parking  fees 
back  into  neighborhood  improvements. 

These  ideas,  and  others  not  yet  identified,  should  be  studied  more  closely 
by  the  city's  Department  of  Parking  and  Traffic  to  identify  their  costs  and 
benefits  before  deciding  to  modify  the  RPP  program. 

Policy  2.3:  Manage  the  existing  supply  of  on-street  parking  in  the  plan 
area  to  prioritize  spaces  for  residents,  shoppers,  and  non-commute 
transit  trips. 

The  on-street  parking  supply  in  the  plan  area  is  put  under  pressure  due  to 
the  proximity  of  the  transit  station  and  City  College.  Drivers  from  outside 
the  neighborhood  seek  unregulated  street  parking  in  order  to  use  BART  or 
Muni.  Likewise,  students  attending  City  College  often  seek  parking  on 
neighborhood  streets. 

Highest  priority  for  the  limited  supply  of  existing  on-street  parking  should  go 
to  residents  on  neighborhood  streets  (via  a  residential  permit  parking  system) 
and  to  shoppers  on  commercial  streets  (via  parking  meters).  Effective  enforce- 
ment will  be  required  to  make  this  prioritization  system  effective.  A  lower 
priority  for  access  to  on-street  parking  should  be  assigned  to  non-commute 
users  of  the  transit  station  and  employees  of  local  businesses.  City  College 
parking  demand  should  be  reduced  via  programs  to  encourage  use  of  non- 
auto  modes  (see  Key  Strategy  8)  and  then  be  accommodated  in  dedicated  off- 
street  facilities. 

Objective  3:  Ensure  that  new  off-street  parking  does  not  adversely 
affect  neighborhood  character  nor  the  pedestrian  friendliness  of 

STREETS. 
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Policy  3.1:  Prohibit  garage  doors  and  curb  cuts  on  neighborhood 
commercial  and  transit  preferential  streets. 

Blank  garage  doors  have  a  significant  negative  visual  effect  on  streets  and 
disrupt  the  character  of  neighborhood  commercial  districts.  The  most 
successful  neighborhood  commercial  districts  have  a  continuous  facade  of 
retail  storefronts,  uninterrupted  by  gaps  or  blank  walls. 

Curb  cuts,  leading  to  garages  or  surface  parking  lots,  adversely  impact 
transit  service  and  the  quality  of  the  pedestrian  environment  as  well  as 
remove  on-street  parking  and  trees.  They  also  introduce  auto  traffic  across 
busy  pedestrian  sidewalks. 

Curb  cuts  should  be  prohibited  on  transit  preferential  streets  due  to  the 
delays  they  impose  on  buses  and  streetcars.  This  will  have  the  effect  of 
prohibiting  off-street  parking  in  new  developments  mid-block,  but  not  in 
buildings  developed  on  corners,  where  parking  garages  can  be  accessed 
from  side  streets. 

Objective  4:  Establish  parking  policies  to  support  revitalization  of 
the  Ocean  Avenue  Neighborhood  Commercial  District. 

Adequate  short-term  customer  parking  is  one  important  element  of  a  success 
ful  neighborhood  commercial  district.  Currendy,  while  parking  along  Ocean 
Avenue  in  the  commercial  district  is  easier  than  in  most  of  the  city's  busiest 
districts,  spaces  can  be  hard  to  find  at  peak  times.  Parking  provision  in  the 
commercial  district  needs  to  be  carefully  managed  so  that  it  doesn't  detract 
from  pedestrian,  bicycle,  and  transit  access,  which  are  critical  to  a  healthy 
district 

Curb  parking  availability  in  the  commercial  district  can  be  maximized  for 
customers  primarily  by  prioritizing  parking  for  these  short-term  users,  so  that 
they  are  not  competing  with  employees,  residents,  and  commuters  for  the 
same  spaces.  It  is  also  important  to  maximize  turnover.  The  local  nature  of  the 
Ocean  Avenue  Neighborhood  Commercial  District  means  that  most  shopping 
errands  can  be  completed  within  an  hour  or  so,  and  in  many  cases  significandy 
less.  Parking  should  therefore  be  managed  to  give  priority  to  short-stay 
customers,  in  order  to  maximize  access  to  local  merchants. 

Policy  4.1.  Convert  all  curb  parking  spaces  on  the  commercial  strip 
of  Ocean  Avenue  between  Phelan  Avenue  and  Manor  Drive  to 
short-term  metered  parking. 

To  encourage  high  turnover,  spaces  should  be  metered  with  one-hour  rime 
limits  or  less.  The  meters  now  generally  provide  a  maximum  stay  of  one 
hour,  with  some  30-minute  loading  spaces  and  a  handful  of  general-use 
30-minute  metered  spaces.  At  least  one  or  two  meters  on  each  block 
should  be  set  for  30-minute  general  use,  in  order  to  maximize  turnover. 
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Policy  4.2.  Convert  side  street  parking,  where  feasible,  to  one-hour 
meters  along  the  depth  of  the  Ocean  Avenue  commercial  properties 
and  convert  parallel  spaces  on  side  streets  to  diagonal  where  street 
widths  allow. 

Where  feasible  everywhere  along  the  depth  of  the  commercial  properties 
between  Fairfield  and  Phelan  Avenues,  existing  parallel  parking  spaces 
should  be  converted  to  diagonal  ones  and  metered.  Conversion  of  parallel 
parking  spaces  to  diagonal  ones  can  significantly  increase  the  parking  supply, 
while  the  introduction  of  one-hour  meters  would  maximize  turnover,  and 
ensure  that  these  spaces  were  prioritized  for  customers  during  the  day.  At 
present,  many  of  these  spaces  on  side  streets  have  no  restrictions,  while 
others  are  governed  by  time  limits  or  residential  parking  permits.  These 
spaces  should  be  managed  in  the  same  way  as  those  on  Ocean  Avenue. 
With  enforcement  hours  of  9  AM  to  6  PM,  these  metered  spaces  would 
also  be  available  for  resident  parking  outside  the  normal  working  day. 
Meters  should  be  installed  only  on  the  segment  of  the  curb  facing  com- 
mercial buildings,  and  should  not  appear  in  front  of  houses. 

Policy  4.3:  Maximize  the  use  of  existing  off-street  parking  facilities 
in  the  commercial  district  for  business  owners  and  employees,  as 
well  as  possibly  for  customers. 

Often  business  owners  and  employees  park  on  Ocean  Avenue,  occupying 
prime  parking  spots  which  should  be  available  to  customers.  The  merchants 
association  and  other  neighborhood  groups  should  negotiate  with  owners  of 
parking  lots  that  have  weekday  surpluses  to  allow  others  to  use  their  lots  within 
agreed-upon  time  limits.  Similar  agreements  have  been  reached  in  other  cities, 
including  Berkeley.  These  negotiations  would  be  likely  to  focus  on  parking  for 
employees  in  the  commercial  district,  allowing  them  to  use  the  lots  to  free  up 
on-street  parking  spaces  for  customers.  It  may  be  possible  to  use  the  lots  for 
customer  parking  as  well.  Possibilities  include: 

Rite-Aid/24-Hour  Nautilus  (107  spaces) 

•  New  Providence  Baptist  Church  (30  spaces  at  Granada  Avenue 
and  Hollo  way  Avenue) 

•  St.  Emydius  Church  (50  spaces  at  De  Montfort  Avenue  and 
Ashton  Avenue) 

•  Voice  of  Pentecost  Church  (1 1  spaces  at  Ocean  Avenue  and 
Keystone  Way) 

•  SF  Church  Assembly  (17  spaces,  also  on  Ocean  Avenue) 

Policy  4.4:  Explore  the  potential  for  merchants  and  their  employees 
to  park  in  the  reservoir. 

City  College  currently  offers  hundreds  of  parking  spaces  every  day  at  the 
reservoir  for  $1  a  day.  There  is  a  large  number  of  surplus  space  here  that 
could  be  used  to  accommodate  longer-term  parking  by  merchants  and 
their  employees,  freeing  up  more  curbside  spaces  for  customers.  Though 
both  City  College  and  the  Public  Utilities  Commission  (PUC)  have  plans 
for  using  the  reservoir  in  the  future,  they  are  unlikely  to  move  forward  for 
several  years.  In  the  meantime,  the  merchants  association  should  explore 
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whether  City  College  would  offer  a  monthly  permit  to  local  merchants  and 
their  employees.  In  addition,  City  College  and  the  PUC  should  explore 
creating  a  pedestrian  pathway  that  would  connect  the  reservoir  parking 
directly  to  Ocean  Avenue. 

Policy  4.5.  Consider  the  long-term  need  for  additional  public  off- 
street  parking  only  after  all  existing  on-  and  off-street  parking 
opportunities  have  been  exhausted. 

The  use  of  scarce  land  in  San  Francisco  for  public  parking  lots  or  parking 
structures  should  be  considered  only  as  a  last  resort.  First,  all  existing 
parking  opportunities  should  be  fully  utilized.  If  demand  in  the  commercial 
district  warrants  it  in  the  future,  public  off-street  parking  could  be  devel- 
oped as  part  of  a  new  mixed-use  development  rather  than  as  a  stand-alone 
garage  structure.  However,  the  city's  policy  is  that  new  public  parking 
cannot  be  developed  unless  the  full  cost  of  developing  the  parking  can  be 
fully  recaptured  by  the  city  through  parking  fees. 

Objective  5:  Establish  parking  policies  to  support  the  new  Transit 
Station  Neighborhood. 

Policy  5.1:  Do  not  provide  off-street  parking  to  serve  BART  or  Muni 
users. 

City  policy  strongly  discourages  the  provision  of  all-day  commuter  parking 
at  transit  hubs,  and  instead  encourages  access  by  public  transit,  walking, 
bicycling  or  passenger  drop-off.  Transit  hubs,  like  the  one  at  Balboa  Park, 
are  located  in  neighborhoods  where  the  additional  auto  traffic  generated  b\ 
parking  lots  would  not  be  desirable  and  the  pattern  of  development 
needed  to  accommodate  surface  or  structured  parking  facilities  would  be 
inappropriate  and  destructive  to  such  an  urban  neighborhood.  The  Transit 
Station  Neighborhood,  as  well  as  the  areas  surrounding  it,  are  already  very 
congested  with  auto  traffic  and  cannot  accommodate  increased  traffic.  The 
use  of  limited  opportunity  sites  around  the  station  for  parking  would 
preclude  new  mixed-use  development,  which  is  a  crucial  part  of  realizing 
the  vision  in  this  plan. 

Policy  5.2:  Prioritize  on-street  parking  in  the  Transit  Station  Neigh- 
borhood for  particular  types  of  users. 

Curb-side  parking  space  in  the  Transit  Station  Neighborhood  is  limited, 
particularly  after  satisfying  the  needs  of  transit  providers  for  curb  space  to 
pick  up  and  drop  off  passengers.  This  means  that  remaining  curb-side 
parking  space  must  be  carefully  prioritized  for  essential  users,  including 
local  residents,  who  would  be  ensured  parking  availability  through  a 
revamped  residential  permit  parking  program. 

The  following  priority  should  be  established  for  curb  space  in  the  Transit 
Station  Neighborhood,  on  the  main  streets  (Ocean,  Geneva,  and  San  Jose 
Avenues). 

•  Public  buses  and  shuttles 

•  Private  buses  and  shuttles 

•  Taxis 
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•  Car-sharing  services 

•  Passenger  drop-off  and  pickup 

•  Muni  and  BART  employees  working  late  night  and  early  morning  shifts 

•  Visitors  to  the  Balboa  Park  Station  area 

•  Short-term  (non-commute)  parking  for  transit  riders 

Currently  much  of  the  curb  space  in  this  area  is  unmetered  and  unregu- 
lated, so  it  tends  to  attract  commuters  from  other  neighborhoods  and 
from  San  Mateo  County,  who  are  taking  advantage  of  the  inexpensive 
monthly  Muni  Fast  Pass  to  use  BART  to  commute  downtown.  In  order  to 
ensure  that  the  transit  station  works  efficiently  for  the  largest  number  of 
users,  it  is  essential  to  provide  curb  space  for  buses,  shuttles,  taxis,  and 
passenger  drop  off.  This  can  be  accomplished  simply  by  colored  curb  and 
sign  restrictions.  Curb  spaces  allocated  for  passenger  drop-off  can  be 
returned  to  regular  parking  during  off-peak  hours. 

After  critical  functions  are  provided  for,  the  next  priority  should  be  given 
to  users  of  the  Balboa  Park  Station  area  and  to  those  who  wish  to  park 
near  the  station  for  short  term  (non-commute)  trips.  Four-hour  meters,  or 
a  different  technology,  can  be  used  to  make  sure  that  commuters  do  not 
use  neighborhood  curb-side  parking  for  all-day  parking. 

Currently,  some  on-street  parking  spaces  are  reserved  for  Muni  employees 
who  work  at  the  Muni  facilities.  Muni  should  ensure  that  the  existing  off- 
street  parking  facilities  it  currently  owns  or  rents  are  being  used  for  parking 
to  their  full  capacity  before  the  city  reserves  on-street  parking  space  for 
Muni  employees.  Should  additional  parking  be  needed  beyond  that  pro- 
vided in  Muni's  own  off-street  facilities,  only  enough  curb  spaces  should 
only  be  reserved  to  cover  the  shortfall  for  those  employees  who  work  late 
night  and  early  morning  shifts  when  transit  is  not  available. 

On  the  residential  side  streets  around  the  station,  parking  should  be  priori- 
tized for  residents  and  their  visitors,  by  means  of  the  residential  parking 
permit  system  and  effective  enforcement. 

Policy  5.3:  Explore  extension  of  the  validity  of  the  Muni  Fast  Pass 
on  BART  to  the  Daly  City  station. 

Currently  many  BART  riders  from  northern  San  Mateo  County  park  on 
the  streets  around  the  Balboa  Park  Station  in  order  to  be  able  to  use  a  Muni 
Fast  Pass  to  ride  BART  into  downtown  San  Francisco,  rather  than  paying 
the  much  higher  regular  BART  fare  from  the  Daly  City  Station.  BART  and 
Muni,  in  consultation  with  SamTrans  and  the  City  of  Daly  City,  should 
investigate  the  costs  and  benefits  of  extending  the  validity  of  the  Muni  Fast 
Pass  to  Daly  City  Station,  thus  encouraging  BART  users  to  park  at  that 
station  rather  than  at  Balboa  Park. 

Objective  6:  Promote  car-sharing  programs  as  an  important  way  to 
reduce  parking  needs  while  still  providing  residents  with  access  to  an 
automobile  when  needed. 
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Car-sharing  programs  have  gained  popularity  in  the  last  few  years  in  San 
Francisco  as  well  as  other  American  and  international  cities.  Members  of 
car-share  organizations  are  able  to  quickly  and  easily  access  vehicles  in  their 
neighborhoods  for  everyday  trips  without  the  need  to  own  their  own  car. 
Car-share  programs  can  meet  the  automobile  needs  of  about  ten  house- 
holds with  each  shared  vehicle. 

Policy  6.1:  Encourage  and  help  facilitate  the  provision  of  car-share 
facilities  to  serve  residents  in  or  near  the  plan  area  who  wish  to  use 
this  service. 

Car-share  vehicles  should  be  encouraged  in  convenient,  visible  locations 
for  the  use  of  local  residents  in  or  near  the  plan  area,  reducing  the  need 
for  people  to  own  a  car  and  freeing  up  curb  space  for  other  users.  Car- 
share  facilities  should  be  provided  as  part  of  developments  on  the  Upper 
Yard  and  the  Phelan  Loop  sites. 

Policy  62:  Study  the  relationship  between  car-share  programs  and  the 
overall  demand  for  parking.  Modify  parking  requirements  accordingly. 

The  city  should  carefully  analyze  the  impacts  of  car-share  programs  on 
parking  demand  and  usage  in  new  residential  or  mixed-use  developments. 
There  may  be  an  opportunity  to  adjust  parking  requirements  to  reflect 
lower  demand  for  parking  as  a  result  of  car-share  programs. 

Objective  7:  Establish  effective  monitoring  and  enforcement  programs. 

Policy  7.1:  Regularly  monitor  parking  availability  and  utilization. 

The  city  should  regularly  monitor  utilization  of  public  on-  and  off-street 
parking  facilities  in  the  plan  area,  particularly  in  the  neighborhood  com- 
mercial district.  If  peak  occupancy  exceeds  90  percent,  measures  to 
increase  availability  such  as  higher  per-minute  charges  at  meters  or  in- 
creased enforcement  may  be  needed. 

Policy  7.2:  Increase  the  effectiveness  and  scope  of  the  city's 
parking  enforcement  program. 

Parking  meters,  residential  parking  permits,  and  other  measures  to 
manage  parking  rely  on  enforcement  if  they  are  to  work  effectively  to 
improve  availability  and  prioritize  spaces  as  intended.  Regular,  consistent 
enforcement  is  needed  in  residential  areas  as  well  as  in  the  commercial 
district  and  around  the  transit  station  in  order  to  provide  a  deterrent  to 
over-staying.  An  enforcement  program  is  also  important  at  bus  stops  to 
improve  transit  reliability  and  to  allow  Muni  vehicles  to  pull  in  close  to  the 
curb,  and  to  maintain  dedicated  curb  space  for  delivery  vehicles,  taxis,  and 
kiss-and-ride  facilities. 
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A successful  San  Francisco  neighborhood  offers  a  full  complement 
of  retail  stores,  conveniently  located  so  local  residents  can  shop  for 
everyday  goods  and  services  without  relying  on  automobiles.  The 
Ocean  Avenue  Neighborhood  Commercial  District  serves  some,  but  not 
all,  of  the  local  population's  needs. 

The  primary  customer  base  of  the  neighborhood  commercial  district 
consists  of  residents  of  the  surrounding  neighborhoods,  although  a  few 
specialty  retailers  draw  customers  from  a  broader  region.  However, 
residents  presendy  make  a  significant  portion  of  their  retail  purchases  at 
other  shopping  districts  both  within  and  outside  of  San  Francisco.  The 
Ocean  Avenue  Neighborhood  Commercial  District  could  increase  its 
success  by  capturing  a  greater  share  of  local  residents'  spending  as  well  as 
catering  better  to  transit  patrons  and  City  College  students  and  faculty. 

Certain  types  of  retail  that  appeal  primarily  to  residents,  such  as  grocery 
and  hardware  stores,  are  currently  under-supplied  within  the  plan  area. 
Also,  approximately  40,000  transit  patrons  and  City  College  students 
currently  enter  the  area  each  weekday,  representing  a  considerable  customer 
base  that  is  largely  untapped  and  underserved  by  the  commercial  district. 

A  comprehensive  program  to  revitalize  the  commercial  district  includes  the 
following: 

1 .  Improvements  to  the  way  people  access  the  district,  emphasizing 
pedestrians  but  including  parking. 

2.  Encouragement  of  infill  development  that  brings  more  housing 
and  activity  to  the  street. 

3.  Guidelines  to  ensure  appropriate  improvements  to  existing 
buildings  and  excellent  design  for  new  ones. 

4.  A  business  revitalization  partnership  between  the  merchants, 
community  members,  and  the  city. 

Objective  1:  Ensure  comfortable  and  easy  access  to  and  within  the 
commercial  district. 
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Successful  San  Francisco  neighborhood  commercial  districts  are  places  that 
work  for  pedestrians,  bicyclists,  transit  riders  and  those  in  cars.  Though 
much  emphasis  is  often  placed  on  parking  availability  in  neighborhood 
commercial  districts,  this  is  only  one  of  the  forms  of  access  that  must  be 
considered  in  order  to  create  a  vibrant  San  Francisco  commercial  district.  1 1 
is  critical  to  accommodate  pedestrians,  bicyclists,  and  transit  riders,  as  well. 

Policies  to  achieve  comfortable,  balanced  access  to  the  commercial  district 
are  outlined  in  Key  Strategy  1,  regarding  the  pedestrian  environment  and 
bicycles,  Key  Strategy  6  regarding  parking,  and  Key  Strategy  5  regarding 
transit. 

Objective  2:  Enliven  the  commercial  district  and  add  to  its  customer 
base  by  encouraging  mixed-use,  infill  development,  emphasizing 
housing  and  ground-floor  retail. 

The  commercial  district  offers  opportunities  for  parcels  to  be  redeveloped 
over  time.  These  small  projects  are  an  opportunity  to  add  to  the  housing 
stock  on  upper  floors,  while  providing  upgraded  retail  spaces  on  the 
ground  floor  and  maintaining  the  district's  fine-grained  character. 

In  addition  the  larger  parcels  around  the  Phelan  Loop  area  provide  an 
opportunity  for  development  of  additional  new  housing  and  a  few  larger- 
scale  retail  uses,  such  as  a  food  market,  to  complement  the  exisdng  finer- 
grained  commercial  uses. 

As  new  housing  is  developed  within  the  commercial  district,  the  customer 
base  of  district  retailers  will  be  direcdy  augmented  as  the  level  of  pedes- 
trian and  other  activity  increases.  Beyond  merely  increasing  the  number  of 
potential  customers,  development  of  housing  sends  a  signal  to  potential 
retailers  that  an  area  is  "on  the  way  up." 

Policies  related  to  appropriate  land  use  controls  for  the  commercial  district 
are  described  in  Key  Strategy  3,  and  the  Development  Program  Section 
(Section  4)  discusses  the  Phelan  Loop  in  detail. 

Objective  3:  Preserve  and  improve  upon  the  neighborhood's  existing 
businesses,  while  attracting  new  businesses  that  address  the  retail  and 
service  needs  of  a  diverse  population. 
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Ocean  Avenue  Neighborhood  Commercial  District  Facade 
Improvement  Guidelines 

These  facade  improvement  guidelines  provide  property  and  business  owners 
within  the  Ocean  Avenue  Neighborhood  Commercial  District  with  the  tools  to 
upgrade  the  appearance  of  their  buildings. 

These  guidelines  are  voluntary  as  they  are  intended  to  improve  private  buisnesses. 
Buisnesses  will  benefit  the  district  if  implemented  individually,  or  the  could  be  used  as 
one  element  of  a  district-wide  improvement  program.  All  renovation  in  the  district  should 
consider  these  guidelines.  New  development  and  major  alterations  in  the  district  will  also 
be  subject  to  the  urban  design  guidelines  found  elsewhere  in  this  document. 

These  guidelines  illustrate  some  fundamental  ways  to  improve  the  visual  and 
physical  character  of  the  commercial  district.  They  are  important  to  the  success 
of  the  district  because  of  the  varied  condition  of  the  area's  building  stock:  some 
buildings  are  in  good  condition  and  retain  their  strong  initial  architectural 
character;  others  have  been  allowed  to  deteriorate  and  would  require  more 
significant  improvements. 

Improvements  can  range  from  minor  changes  such  as  new  paint,  sign  modifica- 
tions, or  trim  replacement,  to  more  substantial  alterations  including  changes  to 
siding  material,  windows,  rooflines,  or  roof  parapets.  The  guidelines  promote 
continuity  on  the  street,  but  are  flexible,  allowing  for  and  encouraging  creativity 
by  individual  property  owners  and  building  designers. 

By  improving  the  appearance  of  building  facades  and  thereby  creating  pedes- 
trian-friendly sidewalks,  the  area  will  become  a  more  inviting,  desirable,  and  vital 
center  of  commercial  activity.  It  will  grow  as  a  corridor  that  both  reflects  the 
culture  of  its  residents  and  invites  exploration  by  visitors. 

These  facade  improvement  guidelines  are  tailored  to  the  specific  needs  of  the 
Ocean  Avenue  Neighborhood  Commercial  District.  They  are  intended  to: 

•  Preserve  and  enhance  the  human-scaled,  pedestrian  character  of  buildings  and 
land  uses  along  Ocean  Avenue. 

•  Reflect  today's  market  conditions  and  merchant  needs,  while  maintaining  the 
area's  historic  integrity. 

•  Encourage  property  owners  to  implement  facade  improvements  that  are 
consistent  with  each  building's  original  architectural  intent. 

•  Ensure  that  new  buildings  respect  and  complement  the  character  and  scale  of 
buildings  found  in  the  area. 

•  Encourage  the  use  of  building  materials,  signage,  merchandising  displays, 
colors,  ornamentation,  and  non-architectural  decorative  elements  that  reflect 
the  area's  diversity. 

•  Improve  the  quality  of  the  commercial  street  in  ways  that  are  compatible  with 
existing  and  planned  land  uses. 

•  Improve  the  pedestrian  and  visual  links  with  the  Balboa  Park  Station,  City 
College,  and  adjacent  neighborhoods. 

•  Reinforce  the  image  of  Ocean  Avenue  as  the  "heart"  of  the  area,  and  as  a  vital 
part  of  the  community. 

•  Encourage  a  safe,  inviting  and  active  place  for  all  age  groups  and  users. 

Fagade  Improvement  Guideline  1:  Ground  Floor  Uses.  Configure  ground-floor 
uses  to  generate  high  volumes  of  pedestrian  activity  and  high  degrees  of 
pedestrian  interest. 
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Facade  Improvement  Guideline  2:  Active  Uses.  Configure  commercial  uses  to 
be  active  and  visible  from  the  street. 

Commercial  activity  setback.  Strive  to  keep  the  visual  separation  between 
commercial  uses  and  the  sidewalk  to  the  absolute  minimum. 

Use  Transitional  Space.  Use  transitional  space  at  the  front  of  commercial 
storefronts  for  entries,  seating,  product  display,  and  other  active  uses. 

Facade  Improvement  Guideline  3:  Respect  Architectural  Integrity.  Streetf  ront 
facades  should  follow  the  original  development  and  construction  patterns  found 
along  Ocean  Avenue. 

Repeat  the  Rhythm.  The  typical  pattern  of  building  divisions,  or  bays,  should 
follow  the  rhythm  found  along  Ocean  Avenue. 

Ground-Floor  Uses.  Storefronts  should  have  visually  permeable  frontages  and 
pedestrian-oriented  details  such  as  recessed  entries  and  overhanging  awnings. 

Restore.  Retain  original  storefront  elements  and  remove  alterations  not 
consistent  with  the  original  design  or  whose  design  or  materials  do  not 
contribute  to  the  overall  character  of  the  building  or  the  district. 

Building  division.  Multiple  storefronts  within  the  same  building  should  be  visually 
compatible  in  scale,  alignment,  color,  materials,  and  original  elements.  Tenant 
individuality  is  good,  but  building  compatibility  should  not  be  compromised. 

Facade  Improvement  Guideline  4:  Articulation.  Streetfronts  should  include 
pedestrian-oriented  details  to  provide  shade,  comfort,  and  interest  at  the  ground 
level. 

Building  Articulation.  Facades  visible  from  the  street  should  include  three- 
dimensional  detailing  such  as  cornices,  window  moldings,  and  reveals  to  cast 
shadows  and  create  visual  impacts.  Architectural  elements  used  to  provide 
relief  include  awnings  and  projections,  trellises,  detailed  parapets,  or  arcades. 

Building  Entries.  Building  entries  can  be  recessed  in  entry  bays,  to  create 
transitional  spaces  between  the  street  and  businesses.  These  spaces  should 
include  adequate  lighting  for  building  security  and  to  discourage  vandalism. 

Overhangs.  Overhangs  and  awnings  are  encouraged,  to  provide  shade  and  a 
sense  of  enclosure  for  pedestrians.  Awning  shape,  size,  and  height  should  be 
proportional  to  the  facade  on  which  it  is  placed  as  well  as  compatible  with 
other  awnings  nearby.  Canopies  and  awnings  should  be  designed  to  fit  within 
the  framed  storefront  or  over  main  entries. 

Security.  Exterior  window  protection  devices  should  be  retractable  and  visually 
unobtrusive  during  business  hours.  Interior  window  grates  should  be  set  in 
from  glazing  and  remain  visually  unobtrusive. 

Lighting.  Adequate  lighting  should  be  provided  at  building  entrances  for 
comfort  and  security  at  ground  level.  The  design  and  location  of  the  light 
fixtures  should  be  respectful  of  the  architectural  style  of  the  building,  as  well 
as  of  the  pedestrian  street  environment. 
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Facade  Improvement  Guideline  5:  Roofs.  Buildings  should  have  roof  lines  that 
match  the  traditional  vernacular  already  found  along  Ocean  Avenue. 

Parapet  Roofs.  Buildings  should  generally  have  either  parapets  or  pitched  roofs. 

Roof  Detailing.  Roof  parapets  should  be  simply  articulated  and  adorned  for 
visual  interest.  Roofline  cornices,  reveals,  and  detailed  eaves  should  be 
developed  to  create  interest  on  the  building  facade. 

Overhanging  Roofs.  Flat,  overhanging  roofs  are  not  appropriate. 

Restore.  Remove  alterations  that  are  not  consistent  with  the  original  design. 
Retain  distinctive  roof  forms,  profiles,  and  cornices. 

Facade  Improvement  Guideline  6:  Colors  and  Materials.  Building  colors  and 
materials  should  match  those  traditionally  found  in  the  district. 

Colors.  Storefront  colors  may  be  relatively  bright  and  may  include  earth  tones 
and  pastels.  Simple,  primary  colors  should  be  avoided,  except  as  accents. 
Generally,  the  building's  main  body  color  should  have  the  lightest  intensity 
color,  while  trim  colors  should  have  the  highest  intensity.  Accent  colors  should 
be  applied  in  addition  to  trim  and  could  include  awnings,  tile  fascia  (base  area 
beneath  street-front  display  windows)  and  ornamentation  such  as  ceramic  or 
terra  cotta  tile  rosettes  or  special  cornice  details. 

Materials.  Building  facades  should  generally  be  constructed  of  materials 
already  used  in  the  building  itself  and  the  area  in  general,  especially  ceramic 
tile,  terra  cotta  tile,  and  high-quality  stucco.  When  feasible,  existing  wood  trim, 
ceramic  tiles,  door  windows,  entry  areas,  transom  windows,  and  other  original 
architectural  elements  should  be  preserved  and  enhanced.  Inappropriate 
materials  include  those  that  are  highly  finished  (such  as  polished  metal  or 
reflective  glass),  extremely  rustic  (such  as  heavy  timber  and  shingles),  utilitar- 
ian, simulated  (such  as  vinyl  or  metal  simulating  wood,  stone  or  brick),  or 
plywood  siding. 

Details  and  Ornamentation.  Building  details  and  ornamentation  should 
contribute  to  the  character  of  the  commercial  district  and  should  be  integral  to 
the  design,  but  should  be  avoided  for  the  sake  of  decoration. 

Maintenance.  Painted  surfaces  should  be  regularly  maintained.  Prior  to 
repainting,  carefully  remove  built-up  paint  or  stains  which  obscure  building 
details  and  ornamentation. 

Secondary  Building  Access.  Access  for  service,  delivery,  and  parking  should 
be  provided  from  side  streets  when  possible.  Attractive  customer  access  to 
buildings  from  side  streets  is  encouraged.  Side  street  entries  and  facades 
should  be  improved  with  awnings,  lighting,  and  signage. 

Facade  Improvement  Guideline  8:  Sidewalks.  Sidewalks  should  be  used  as 
display  or  eating  areas  if  ample  room  for  pedestrian  movement  is  provided. 

Mixed-use  Sidewalks.  Outdoor  dining  or  displays  should  be  encouraged  in 
places  where  they  do  not  obstruct  pedestrian  travel.  Displays  should  be  limited 
to  the  area  immediately  adjacent  to  storefronts  and  a  minimum  four-foot 
pedestrian  travel  lane  should  be  maintained. 
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Policy  3.1:  Develop  a  business  improvement  program  for  the  com- 
mercial district. 

In  addition  to  new  development  and  improvements  to  the  physical  envi- 
ronment and  access,  the  commercial  district  would  benefit  gready  from  a 
coordinated  program  to  improve  the  business  environment.  An  outline  of 
such  a  program — to  be  enacted  by  neighborhood  and  merchants  groups 
working  with  the  city — is  presented  below.  Many  of  the  items  will  require 
extensive  commitment  and  cooperation  from  individual  store  and  property 
owners  as  well  as  an  effective  working  relationship  with  city  agencies. 
Securing  this  cooperation  and  commitment  is  difficult,  if  not  impossible, 
without  the  involvement  of  a  well-organized  merchant  group  to  spearhead 
these  efforts.  In  fact,  business  associations  are  the  ideal  vehicle  for  initiating 
and  implementing  many  of  the  policies  described  below. 

Beyond  a  merchants  association,  community  groups  also  have  a  vested  interest 
in  the  success  of  their  commercial  district,  and  can  be  valuable  in  the  process 
of  revitalizing  commercial  areas.  Residents  can  supply  retailers  with  constructive 
feedback  related  to  the  types  of  retail  that  they  will  patronize,  and  can  also 
point  out  areas  that  may  need  improvement,  such  as  customer  service  or  store 
cleanliness.  Both  community  and  merchant  group  activity  must  be  encouraged 
in  order  to  successfully  revitalize  the  commercial  district 

Policy  3.2:  Investigate  the  potential  benefits  and  drawbacks  associ- 
ated with  establishing  a  Business  Improvement  District  (BID)  or  a 
Main  Street  Program  for  Ocean  Avenue. 

BIDs  are  typically  enacted  to  pay  for  ongoing  program  costs,  including  parking 
management,  marketing  of  the  district,  street  cleaning,  landscaping,  security,  and 
regular  promotional  events,  as  well  as  small  capital  costs  such  as  the  creation 
and  installation  of  business  district  banners.  They  can  be  valuable  tools  in 
revitalizing  commercial  areas,  but  require  significant  groundwork  before  the 
issue  can  be  placed  before  property  owners  for  a  vote.  Creation  of  a  BID 
requires  property  owners  within  identified  boundaries  to  assess  themselves  by 
voting  annually  to  pay  for  specific  improvements. 

California's  Main  Street  Program  focuses  on  enhancing  the  economic, 
social,  cultural,  and  environmental  well  being  of  traditional  commercial 
districts  through  organization,  promotion,  design,  and  economic  restructur- 
ing. In  2000,  the  National  Main  Street  Center  estimated  that  for  every  dollar 
a  community  invests  in  the  operation  of  its  Main  Street  program,  $39.22 
are  reinvested  in  the  district.  The  Main  Street  Program  offers  valuable 
training  and  strategies  to  motivated  commercial  districts,  but  an  extensive 
certification  process  is  required.  In  California,  the  Main  Street  Program  is 
increasingly  interested  in  getting  involved  in  neighborhood  "main  streets" 
that  are  part  of  larger  cities. 

Policy  3.3:  Consider  development  of  a  city-funded  facade  improve- 
ment program  for  the  commercial  district. 

The  city  can  work  with  the  merchants  association  and  other  community 
groups  to  provide  loan  or  grant  funds  for  a  facade  improvement  program 
to  improve  the  visual  image  of  the  commercial  district. 
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Business  Improvement  Program 

The  components  of  an  effective  business  improvement  program  includes  the  following: 

Attract  new  locally-serving  tenants  to  the  commercial  district. 

New  and  desired  retail  tenants  can  be  attracted  to  fill  vacant  storefronts  or  to  be 
included  in  new  infill  development  projects.  There  is  unmet  demand,  for  example, 
for  a  neighborhood-serving  grocery  store,  a  hardware  store,  and  a  bank  within 
the  commercial  district.  Frequently,  the  attraction  of  such  tenants  begins  with 
direct  contact  by  the  city  or  a  community  group,  and  provision  of  information 
regarding  the  local  market  opportunities. 

Attract  retail  tenants  that  serve  market  niches. 

In  addition  to  local  residents,  other  "market  niches"  are  present  in  the  plan  area. 
For  example,  the  thousands  of  students  attending  City  College  each  weekday 
represent  an  important  potential  market  for  retailers  in  the  commercial  district. 
These  students  would  support  coffee  shops,  fast  food  restaurants,  printing  and 
copying  shops,  bookstores,  art  supply  stores,  prepared  food  stores,  personal 
services,  and  day  care  centers.  To  best  capture  potential  spending  from  this 
market  segment  these  types  of  establishments  should  be  located  as  near  as 
possible  to  the  campus,  rather  than  farther  west  on  Ocean  Avenue,  in  order  to 
best  attract  students  and  also  to  avoid  competing  with  the  existing  merchants. 

Use  cooperative  marketing  strategies  to  increase  the  number  of  people 
shopping  in  the  commercial  district. 

Community  and  merchants  groups  can  work  together  to  conceive  and  implement 
a  marketing  strategy  to  attract  more  shoppers  to  this  commercial  district.  As  in 
shopping  malls,  stores  in  neighborhood  commercial  districts  benefit  from  being 
part  of  a  critical  mass  of  shopping  attractions.  Retailers  can  work  together  to 
promote  the  entire  district.  Examples  include  a  joint  advertising  campaign  that 
can  be  established  and  run  in  local  newspapers;  an  Ocean  Avenue  business 
directory,  that  can  be  produced  and  mailed  to  local  residents;  as  well  as  adoption 
of  uniform  shopping  hours  to  increase  shopping  convenience  and  signal  a 
unified  image  to  shoppers. 
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City  College  is  by  far  the  largest  institution  and  land  use  in  the  plan 
area,  serving  more  than  20,000  students  per  day.  The  college 
represents  an  extremely  important  asset  for  the  area.  Few  other 
neighborhoods  in  the  city  are  able  to  enjoy  such  close  proximity  to  the 
cultural,  recreational,  and  educational  offerings  provided  by  the  college. 
Few  commercial  districts  have  the  opportunity  to  tap  into  the  potential 
resources  of  a  market  consisting  of  thousands  of  students,  faculty,  and 
staff. 

However,  City  College  also  introduces  some  significant  challenges  in  terms  of 
its  relationship  with  the  neighborhood  surrounding  it  The  campus  is  currendy 
inwardly- focused  in  its  layout  and  design.  Though  it  is  filled  with  thousands  of 
people,  its  vitality  tends  not  to  spill  out  into  the  commercial  area  surrounding  it 
Students,  faculty,  and  staff  do  not  often  shop  in  the  Ocean  Avenue  Neighbor- 
hood Commercial  District,  though  it  is  directly  adjacent  to  the  college.  The 
college,  like  any  institution  of  its  kind,  attracts  a  large  number  of  commuters — 
faculty  and  staff  coming  to  work  and  students  attending  classes  throughout  the 
day.  Currendy,  a  large  proportion  of  these  individuals  arrive  by  car,  overtaxing 
the  area's  street  and  parking  capacity. 

As  the  campus  changes  and  grows,  City  College  should  seek  to  reach  out 
and  connect  with  the  Transit  Station  Neighborhood  and  the  Ocean  Avenue 
Neighborhood  Commercial  District.  Removing  the  barriers,  both  physical 
and  psychological,  between  City  College  and  its  surroundings  will  benefit 
the  college  by  making  it  easier  and  more  pleasant  to  access  the  campus 
from  the  outside,  particularly  from  the  transit  station.  Removing  these 
barriers  will  also  help  activate  and  enliven  the  Transit  Station  Neighborhood 
and  the  commercial  district  as  college  students,  faculty,  and  staff  begin  to 
shop  in  and  pass  through  these  places  more  frequendy. 

Objective  1:  Plan  for  physical  changes. 

Policy  1.1:  Ensure  that  growth  and  development  of  the  Phelan 
Campus  is  guided  by  an  up-to-date  institutional  master  plan. 

Growth  and  development  on  City  College's  Phelan  Campus  should  be 
guided  by  a  master  plan  prepared  and  adopted  in  close  conjunction  with 
neighborhood  residents,  the  San  Francisco  Planning  Department,  and  other 
city  departments.  The  Master  Plan  should  recognize  the  role  City  College 
plays  in  the  neighborhood  and  work  to  better  integrate  it  into  the  fabric  of 
surrounding  neighborhoods,  placing  particular  emphasis  on  the  following 
issues: 

•  Improving  the  edge  conditions  along  Ocean  Avenue. 

•  Addressing  pedestrian  connections  between  the  campus  and  transit. 

•  Addressing  impacts  of  campus  development  on  the  surrounding 
neighborhood,  including  traffic  and  parking  in  particular. 
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Recommended  City  College  expansion  along 
Ocean  Avenue  near  the  transit  station 


•  Increasing  the  numbers  of  people  who  come  to  the  campus  in  ways 
other  than  by  automobile. 

•  Addressing  the  location,  character,  and  scale  of  proposed  new 
campus  buildings. 

Objective  2:  Better  integrate  the  existing  campus,  and  future  expan- 
sions, WITH  THE  SURROUNDING  NEIGHBORHOOD  AND  THE  TRANSIT  STATION. 

The  two  key  expansion  opportunities  for  the  Phelan  Campus  available  to  the 
college  are  the  southeastern  comer  of  the  existing  campus,  and  the  future  east 
basin  of  the  Balboa  Reservoir,  across  Phelan  Avenue  from  the  existing  campus. 
The  college,  through  its  master  plan,  should  decide,  using  clear  criteria,  w  hich 
planned  new  facilities  should  be  directed  to  which  location. 

Policy  2.1:  Direct  development  of  new  campus  facilities  to  the 
eastern  edge  of  the  campus  first. 

As  the  campus  develops  and  expands,  it  will  be  critical  to  provide  a  better 
connection  to  the  transit  station  and  to  link  the  college  closely  with  the 
Transit  Station  Neighborhood.  The  college  should  direct  new  facilities  onto 
the  existing  fields  and  parking  lot  in  the  southeastern  corner  of  the  campus, 
near  the  Balboa  Park  Station.  This  new  development  will  also  be  key  to 
establishing  a  more  attractive  and  inviting  pedestrian  environment  along  the 
north  side  of  Ocean  Avenue. 

Policy  2.2:  Direct  certain  new  campus  facilities  to  the  Balboa 
Reservoir,  including  housing. 

Some  facilities,  such  as  a  performing  arts  center,  that  would  benefit  from 
proximity  to  the  Ocean  Avenue  Neighborhood  Commercial  District,  could 
be  directed  to  the  reservoir  site.  The  college  should  also  consider  campus- 
related  or  general  housing  development  on  the  reservoir  (discussed  in  Key 
Strategy  9). 

Policy  2.3:  Develop  active  campus  facilities  along  Ocean  Avenue  to 
contribute  to  enlivening  the  street. 

New  development  on  the  southeastern  edge  of  the  campus  should  respect 
the  existing  street  grid  pattern  which  runs  perpendicular  to  Geneva  Avenue, 
in  order  to  rationalize  placement  of  buildings,  streets,  and  pathw  ays  along 
Ocean  Avenue.  This  will  help  integrate  the  new  development  at  an  appro- 
priate scale  with  the  existing  neighborhood  south  of  Ocean  Avenue, 
forming  a  repeated  rhythm  of  buildings  that  frame  the  street.  The  grid 
pattern  will  also  continue  to  be  reinforced  with  the  various  development 
projects  proposed  for  the  Transit  Station  Neighborhood,  and  thus  would 
link  the  neighborhoods  across  1-280.  Internal  campus  driveways  and 
formal  pathways  connecting  to  Ocean  Avenue  and  leading  to  the  main  part 
of  the  campus  should  adhere  to  this  established  pattern. 

New  campus  buildings  that  face  Ocean  Avenue  should  follow  the  design 
guidelines  listed  in  Key  Strategy  4,  should  be  built  to  the  sidewalk,  and  face 
onto  and  be  accessible  from  the  street  Ground  floors  should  provide  pedes- 
trian interest  New  development  should  be  respectful  of  the  existing  scale  of 
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buildings  on  the  south  side  of  the  street  If  they  contain  structured  parking  it 
must  be  screened  from  view  from  Ocean  Avenue.  Auto  entrances  and  exits 
should  not  be  located  directly  on  Ocean  Avenue,  but  accessed  from  streets  that 
connect  to  Ocean  Avenue 

Policy  2.5:  Develop  a  new  southern  gateway  to  the  campus. 

A  key  element  in  improving  the  character  of  this  area  and  providing  a 
better  pedestrian  connection  to  City  College  is  the  development  of  a  new 
southern  gateway  to  the  campus  at  Howth  Street.  The  current  entrance, 
through  a  narrow  parking  lot,  is  nondescript  and  inadequate  for  an  institu- 
tion with  the  stature  and  importance  of  City  College.  The  new  gateway 
should  celebrate  arrival  to  the  campus  with  a  prominent  landmark  such  as  a 
plaza  or  special  building,  and  include  pedestrian  and  auto  access. 

Buildings  should  be  used  to  frame  safe,  spacious,  lively,  and  inviting  pedestrian 
areas.  Special  building  elements  such  as  towers,  special  entries,  or  cupolas 
should  be  used  at  the  corners  of  buildings  facing  the  entrance.  The  gateway 
and  landmark  element  should  form  the  visual  terminus  to  Howth  Street 

Policy  2.6:  Upgrade  and  improve  various  streets  and  transit  facilities 
related  to  the  college. 

The  city  and  Caltrans  operate  a  variety  of  streets  and  transit  facilities  in  the 
vicinity  of  the  college  that  should  be  improved  in  conjunction  with  an 
expansion  of  the  college  campus.  This  includes  the  following  projects, 
which  are  described  in  more  detail  elsewhere  in  the  plan: 

•  Re-design  of  the  existing  southbound  1-280  off-ramp  on  Ocean  Avenue. 

•  Construction  of  a  set  of  new  enhanced  platforms  for  the  Muni  K- 
Line  at  Howth  Street. 

•  Reconfiguration  of  Ocean  Avenue  between  San  Jose  and  Phelan  Avenues. 

•  Reconfiguration  of  Phelan  Avenue  between  Judson  Street  and  Ocean  Avenue 

Objective  3:  Minimize  the  impacts  that  the  college,  as  a  large 
institution,  places  on  the  surrounding  neighborhood. 

Policy  3.1:  Establish  a  parking  and  transportation  demand  manage- 
ment program  for  City  College. 

As  an  institution  of  citywide  importance,  the  college  attracts  a  large  number  of 
people  each  day  who  use  a  variety  of  means  to  reach  the  campus.  Though  this 
location  is  very  well  connected  to  public  transit  currently  a  large  number  of 
people  access  the  campus  via  automobiles,  overtaxing  the  streets  and  parking 
facilities  surrounding  the  campus  and  contributing  to  an  unpleasant  pedestrian 
environment  The  proposals  for  pedestrian  and  transit  and  bicycle  improve- 
ments in  the  plan  area  will  help  to  encourage  more  people  to  access  the 
campus  via  alternate  modes. 

However,  it  is  important  for  the  college  to  design  and  implement  a  com- 
prehensive transportation  demand  management  and  parking  program, 
similar  to  those  run  by  other  institutions  of  comparable  size,  which  aims  to 
reduce  auto  access  to  the  campus  and  relieve  some  of  the  pressure  on  the 
surrounding  street  system  and  neighborhoods. 
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The  following  should  be  considered  in  designing  the  program. 
Provide  only  as  much  parking  as  necessary. 

Availability  of  parking  is  one  of  the  strongest  incentives  to  drive  rather  than 
to  use  alternate  transportation  choices.  Though  the  college  may  have  the 
opportunity  to  increase  the  number  of  parking  spaces  available,  it  should 
not  do  so.  Rather,  the  college  should  decrease  the  total  number  of  spaces 
available,  in  combination  with  the  other  measures  described  below.  If  the 
number  of  parking  spaces  available  is  not  decreased,  the  transportation 
demand  management  program  described  in  this  section  is  unlikely  to  be 
effective. 

Raise  the  price  of  parking  on  off-street  parking  lots. 

Currently,  the  college  charges  the  equivalent  of  $1  per  day  to  park  on 
campus  parking  lots.  By  charging  less  for  parking  than  the  cost  of  a  round 
trip  BART  or  Muni  fare,  the  college  is  encouraging  its  students,  faculty,  and 
staff  to  drive  to  campus.  This  price  should  be  raised  substantially  to  more 
accurately  reflect  the  cost  of  driving  versus  alternate  modes. 

Work  with  Muni  and  BART  to  provide  discount  incentives  for  use  of 
transit. 

Other  institutions  work  with  transit  providers  to  offer  students  or  employees  a 
discounted  monthly  transit  pass.  The  college  should  investigate  such  a  program. 

Provide  upgraded  bicycle  facilities  on  the  campus. 

The  college  should  ensure  that  bicycle  parking  facilities  on  the  campus  are 
secure  and  provide  an  adequate  number  of  parking  places.  As  well,  it 
should  investigate  the  feasibility  of  a  centralized,  staffed  or  unstaffed, 
"bicycle  station"  for  the  campus.  Campus  bicycle  facilities  should  be 
designed  to  connect  to  and  be  compatible  with  the  city's  bicycle  facilities 
outside  the  campus. 

Provide  detailed  information  on  transportation  options. 

The  college  should  provide  information  to  all  new  students,  faculty,  and 
staff  detailing  routes,  schedules,  and  other  information  on  transit  serving 
the  campus. 

Institute  a  carpool  matching  service. 

The  college  should  put  in  place  a  service  matching  individuals  for  ride- 
sharing.  Alternatively,  the  college  could  publicize  the  Bay  Area's  existing 
RIDES  service. 

Consider  telecommuting  and  flex-time  policies  for  eligible  faculty 
and  staff. 

To  the  extent  this  has  not  already  been  done,  the  college  should  consider 
putting  in  place  telecommuting  and  flex-time  policies  that  reduce  peak-hour 
trips  to  the  campus. 
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Consider  parking  cash-out  for  faculty  and  staff. 

If  faculty  or  staff  members  are  offered  free  parking  spaces  on  campus,  the 
college  should  consider  "cashing-out"  the  value  of  this  parking  by  offering 
a  choice  between  a  free  transit  pass  or  a  parking  space. 

Policy  3.2:  Plan  locations  of  parking  facilities  so  as  to  minimize 
traffic  through  the  neighborhood. 

In  addition  to  providing  only  as  much  parking  as  necessary,  the  college  should 
carefully  plan  the  locations  of  its  parking  facilities.  The  locations  and  access 
routes  to  these  facilities  have  the  potential  to  significantly  affect  traffic  levels  in 
the  neighborhood.  Specifically,  the  college  should  provide  moderate  amounts 
of  parking  on  both  the  eastern  and  western  sides  of  the  campus,  rather  than 
focusing  a  large  amount  of  parking  at  the  reservoir  site. 

Parking  developed  at  the  southeastern  corner  of  campus  has  the  potential 
to  intercept  a  large  number  of  drivers  coming  from  the  north  and  east, 
reducing  the  number  of  drivers  who  would  need  to  use  Ocean  Avenue 
and  the  congested  intersection  at  Geneva  Avenue  to  access  parking  at  the 
reservoir.  In  connection  with  this,  the  college  should  also  explore  the  idea 
of  "intercepting"  traffic  from  southbound  1-280  into  a  new  parking  facility 
at  the  southeastern  corner  of  the  campus  via  a  dedicated  lane  from  the 
Ocean  Avenue  off-ramp. 
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Balboa  Reservoir  overview 


9.  Realize  the  Potential  of  the  Balboa  Reservoir 


The  Balboa  Reservoir  is  bounded  by  Ocean  Avenue,  Phclan  Avenue, 
homes  facing  Plymouth  Avenue,  and  the  campus  of  Riordan  High 
School.  The  reservoir,  which  has  never  contained  water,  is  approxi- 
mately 25  acres  in  size,  and  currendy  forms  an  unpleasant  void  in  the 
neighborhood.  The  Balboa  Reservoir  represents  one  of  the  largest  remain- 
ing undeveloped  sites  in  San  Francisco.  The  owners  of  this  site — particu- 
larly because  they  are  public  agencies — have  a  responsibility  to  develop  the 
reservoir  in  a  manner  that  will  best  benefit  the  neighborhood,  the  city,  and 
even  the  region  as  a  whole. 

Currently  the  reservoir  is  divided  by  an  east  to  west  berm  into  two  sec- 
tions, a  north  basin  and  a  south  basin.  In  1991,  the  San  Francisco  Public 
Utilities  Commission  (PUC)  transferred  control  over  the  south  basin  to 
City  College,  retaining  ownership  of  the  north  basin.  The  north  basin  is 
currently  used  as  surface  parking  for  City  College,  with  some  overflow 
parking  in  the  south  basin. 

City  College  and  the  PUC  have  arrived  at  a  preliminary  agreement  that 
envisions  a  realignment  of  the  central  berm  and  reconstruction  of  the 
reservoir  basins,  creating  an  east  basin  and  a  west  basin.  The  PUC  would 
have  ownership  of  the  west  basin  and  could  eventually  upgrade  this  facility 
for  emergency  water  storage,  though  this  would  require  extensive 
reengineering  and  reconstruction.  The  college  would  own  the  east  basin, 
intending  to  develop  it  for  expanded  campus  facilities  and  underground 
parking. 

The  specifics  of  the  reservoir's  future  will  be  determined  through  detailed 
planning  processes  carried  out  by  the  site's  owners.  City  College  is  embarking 
upon  an  institutional  master  plan  process  that  will  lay  out  a  development  plan 
for  the  east  basin.  The  PUC,  through  its  capital  planning  process,  is  also 
studying  the  feasibility  of  reconfiguring  the  west  basin  for  water  storage.  'I "he 
following  objectives  and  policies  should  inform  these  processes. 

Objective  1:  Redevelop  the  reservoir  so  that  it  becomes  better 

CONNECTED  WITH  ITS  SURROUNDINGS. 

It  is  important  to  provide  access  into  the  park  from  the  surrounding 
neighborhoods  while  respecting  the  privacy  of  adjacent  homes.  Trees  and 
shrubs  should  be  planted  to  provide  a  buffer  between  the  houses  that  abut 
the  reservoir  site  to  the  west. 
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Recommended  development  of  City  College 
"campus  village"  on  the  east  basin 


Policy  1.1:  Regardless  of  the  type  of  new  development  that  occurs 
on  the  reservoir,  it  should  be  planned  so  as  to  respect  the  grid 
structure  of  the  surrounding  neighborhoods  so  that  the  reservoir  in 
the  future  can  become  an  amenity  connected  to  the  neighborhood 
rather  than  isolated  from  it. 

New  development  on  the  east  basin  should  respect  the  existing  north-to- 
south  grid  established  in  the  neighborhood  south  of  Ocean  Avenue  and  the 
east-to-west  axis  established  by  the  existing  staircase  leading  to  the  main 
building  on  the  City  College  campus  east  of  Phelan  Avenue.  The  physical 
and  visual  continuation  of  these  existing  patterns  through  new  development 
on  the  east  basin  will  help  create  appropriately  sized  blocks  of  a  size  similar 
to  those  in  the  surrounding  neighborhoods,  promoting  walkability  and 
strong  physical  and  visual  connections  with  the  surrounding  areas.  This 
pattern  can  be  realized  through  thoughtful  placement  of  new  roadways, 
pedestrian  pathways,  and  linear  open  spaces,  framed  by  new  buildings  that 
form  a  cohesive  streetwall  built  up  to  the  public  right-of-way.  Particular 
emphasis  should  be  placed  on  making  direct  and  safe  pedestrian  connec- 
tions to  the  main  City  College  campus  and  the  Ocean  Avenue  Neighbor- 
hood Commercial  District. 

On  the  western  half  of  the  reservoir,  whether  housing  or  open  space  is 
proposed,  any  new  development  should  respect  the  existing  character  and 
block  pattern  established  in  the  surrounding  neighborhoods.  New  streets, 
access  gates,  stairways,  ramps,  pedestrian  pathways,  and  visual  site  lines 
should  align  with  the  streets  of  adjoining  neighborhoods. 


If  housing  is  developed  on  a  portion  of  the  western  half  of  the  PUC's 
portion  of  the  reservoir,  it  should  be  laid  out  on  a  block  pattern  and  new 
roadways  should  align  with  roadways  south  of  Ocean  Avenue  and  those 
on  the  eastern  half  of  the  reservoir.  The  placement  and  design  of  buildings 
should  follow  the  general  design  guidelines,  standards,  and  recommenda- 
tions of  this  plan,  as  well  as  existing  residential  design  guidelines  if  housing 
is  planned. 


Objective  2:  Develop  the  east  basin  of  the  reservoir  in  accordance  with 
the  needs  of  clty  college  but  acknowledge  its  importance  to  the 
neighborhood  and  the  city  as  a  whole. 


Policy  2.1:  Encourage  a  "campus  village"  on  the  east  basin. 

The  college's  first  priority  for  use  of  available  land  is  to  ensure  that  it  can  meet 
its  educational  needs  into  the  foreseeable  future.  However,  with  about  12  acres 
available  for  development  on  the  east  basin,  in  addition  to  substantial  develop- 
ment sites  on  the  east  edge  of  the  campus,  the  college  may  find  that  it  does  not 
need  the  entire  east  basin  for  college  facilities.  Thus  the  college  should  carefully 
consider  the  advantages  of  developing  a  "campus  village"  on  the  east  basin, 
containing  a  mix  of  college  facilities  and  housing  for  students,  faculty,  staff,  or 
the  general  public.  Addition  of  housing  on  the  reservoir  would  help  to  ensure 
that  this  new  portion  of  the  campus  is  active  and  safe  throughout  the  day  and 
evening.  It  would  provide  needed  housing  opportunities  for  college  students, 
faculty  and  staff,  many  of  whom  would  qualify  for  affordable  housing  under 
the  city's  affordable  housing  guidelines. 
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Objective  3:  Ensure  that  the  east  basin  of  the  reservoir  is  developed 
in  a  manner  that  embraces  the  surrounding  neighborhood. 


Policy  3.1:  Continue  Phelan  Loop  Plaza  with  a  central  promenade. 

A  central  promenade  in  the  form  of  a  linear  greenway  down  the  new 
campus'  north  to  south  spine  could  connect  with  the  proposed  open  space 
in  the  Phelan  Loop  Area  and  provide  a  formal  pedestrian  gateway  into  the 
new  portion  of  the  college  campus.  If  the  new  campus  is  built  at  the  level 
of  the  existing  berm,  a  "grand  stairway"  should  provide  vertical  access 
over  the  berm  and  up  to  the  new  campus  extension,  where  a  small  plaza 
could  be  created  with  a  vantage  point  to  look  over  the  commons  area, 
Ocean  Avenue,  and  the  neighborhoods  beyond.  The  Grand  Stairway 
should  have  integrated  into  it  a  ramp  to  allow  full  access.  If  the  new 
campus  is  built  at  the  elevation  of  Ocean  Avenue,  a  level  pathway  would 
serve  in  lieu  of  the  stairway  and  ramp. 

Policy  3.2:  Create  a  new  east  to  west  pedestrian  pathway. 

A  pedestrian  promenade  along  an  east  to  west  axis  would  reinforce  the 
prominence  of  City  College's  main  building  atop  the  hill  cast  of  Phelan 
Avenue  and  establish  a  continuous  visual  link  from  the  current  campus, 
through  the  new  portion  of  the  campus  on  the  eastern  half  of  the  reser- 
voir, to  the  proposed  open  space  on  the  western  half  of  the  reservoir. 
Some  reduced  version  of  this  axis  could  connect  into  the  neighborhood 
beyond  as  a  pedestrian-only  extension. 

Policy  3.3:  Create  a  strong  system  of  streets  and  pathways  and  make 
sure  new  buildings  are  designed  to  address  them. 

New  City  College  facilities  should  be  designed  within  the  framework  of 
the  extension  of  the  existing  street  grid  system.  New  buildings  should  have 
a  strong  street  presence  and  be  built  to  the  public  right-of-way,  creating  a 
cohesive  streetwall  along  Phelan  Avenue  and  internal  roadways  and  pedes- 
trian pathways.  Design  of  these  structures  should  follow  the  design  guide- 
lines provided  in  Key  Strategy  4  to  ensure  human-scaled  development  and 
to  contribute  to  the  urban  character  of  the  area. 

Policy  3.4:  Ensure  parking  facilities  are  well  designed  and  not  larger 
than  necessary. 

New  college  facilities  built  on  the  east  basin  are  likely  to  include  structured 
parking.  The  design  of  these  facilities  must  be  approached  with  great  care. 

Parking  should  not  dominate  the  character  of  the  redeveloped  cast  basin. 
To  the  extent  possible  parking  should  be  invisible  from  Ocean  and  Phelan 
Avenues. 

Entrances  to  parking  from  the  main  streets  should  be  kept  to  a  minimum;  one 
or  two  entrances  from  Phelan  Avenue  as  well  as  possibly  one  from  Lee 
Avenue  would  be  appropriate.  These  entrances  should  not  front  direcdv  on 
Phelan  or  Ocean  Avenues,  but  should  be  accessed  from  internal  streets. 
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Recommended  framework  of  housing 
development  on  the  west  basin 


Objective  4:  Develop  the  west  basin  of  the  reservoir  for  the  greatest 
benefit  of  the  city  as  a  whole  as  well  as  for  the  surrounding  neighbor- 
HOODS. 

Policy  4.1:  Complete  a  comprehensive  cost-benefit  analysis  of 
upgrading  the  west  basin  for  water  storage. 

The  San  Francisco  Public  Utilities  Commission  (PUC)  would  like  to 
reconfigure  and  upgrade  the  west  basin  so  that  it  will  accommodate  a 
water  tank  for  storage  of  part  of  the  city's  emergency  water  supply. 
However  this  would  be  a  major  project  that  is  not  currently  funded  in  the 
PUC's  capital  plan.  The  PUC  should  move  forward  with  an  analysis  of  the 
feasibility  and  cost-effectiveness  of  such  as  project.  After  the  analysis  is 
complete  the  PUC  should  reach  a  decision  to  move  forward  with  recon- 
struction of  a  reservoir  or  to  declare  the  land  surplus. 

Policy  4.2:  Ensure  that  a  future  reservoir  can  also  function  as 
public  open  space. 

If  the  PUC  does  use  the  west  basin  for  water  storage,  it  should  provide  a 
roof  structure  on  the  new  water  tank  that  is  strong  enough  to  accommo- 
date the  development  of  a  community  park  or  open  space.  This  would 
satisfy  the  PUC's  need  for  a  water  storage  facility,  while  ensuring  that  the 
reservoir  serves  as  an  asset  to  the  surrounding  community. 

Policy  4.3:  Consider  development  of  housing,  in  addition  to  public 
open  space,  on  the  west  basin  if  not  needed  for  water  storage. 

If  the  PUC  should  decide  that  the  west  basin  is  not  needed  for  water 
storage,  it  should  consider  development  of  a  mixed-use  residential  neigh- 
borhood and  public  open  space  on  the  site  to  address  the  city-wide 
demand  for  housing.  The  new  housing  should  be  built  next  to  the  City 
College  development  on  the  eastern  portion  of  the  reservoir,  and  a 
neighborhood  park  should  be  located  between  the  new  development  and 
the  existing  residential  neighborhood  to  the  west.  In  either  case,  develop- 
ment on  the  site  should  recognize  the  opportunity  to  knit  the  surrounding 
neighborhoods  together  through  the  creation  of  community  open  space 
and  pedestrian  pathway  connections. 

Policy  4.4:  Create  a  significant  open  space  on  the  west  basin. 

Whether  the  west  basin  is  used  for  water  storage  or  not,  a  significant 
portion  of  the  site  should  be  used  for  development  of  an  open  space  to 
serve  the  surrounding  neighborhoods.  If  a  water  tank  is  constructed,  the 
open  space  should  be  developed  on  top  of  all  or  most  of  the  west  basin. 
If  the  site  is  not  used  for  water  storage,  the  open  space  should  occupy  less 
than  the  full  west  basin  site,  in  order  to  allow  for  development  of  housing 
on  part  of  the  site.  In  either  case,  the  open  space  should  function  as  a 
buffer  between  existing  neighborhoods  to  the  west  and  new  development 
on  the  reservoir. 

Design  Guidelines  for  Reservoir  Open  Space 

The  following  guidelines  should  be  observed  in  designing  this  open  space: 
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Develop  a  combination  of  active  and  passive  recreational  facilities  that 
would  serve  residents  of  the  neighborhood  as  well  as  others. 
Provide  a  well-defined  eastern  entrance  to  the  open  space  to  provide 
access  from  Phelan  Avenue  through  the  proposed  new  campus  on  the  easl 
basin  of  the  reservoir.  1'he  entrance  should  provide  a  visual  terminus  for 
the  east  to  west  axis  leading  through  the  new  development  on  the  eastern 
half  of  the  reservoir  to  City  College's  main  building  atop  the  hill.  The 
entrance  should  have  a  special  landscaping  treatment. 
Develop  clearly  marked  access  gates,  pedestrian  pathways,  and  visual 
site  lines  aligned  with  the  streets  of  adjoining  neighborhoods.  Create 
trails,  small  open  spaces  or  plazas  to  form  useful  transitions  and 
opportunities  for  connection  between  destination  points.  Stairs  and 
ramps  should  connect  the  open  space  atop  the  west  basin  to  Ocean 
Avenue  via  an  extension  of  Brighton  Avenue.  A  proposed  neighbor- 
hood green  within  the  Brighton  Avenue  right-of-way  would  become 
the  primary  gateway  into  the  park  from  Ocean  Avenue  and  the 
neighborhoods  to  the  south. 

Provide  a  visual  buffer  between  the  park  and  the  houses  that  abut  the 
reservoir  site  to  the  west. 

Pay  careful  attention  to  the  design  of  edges  between  the  open  space 
and  surrounding  neighborhoods  as  well  as  Riordon  1  ligh  School.  It  is 
important  to  provide  access  into  the  park  from  the  surrounding 
neighborhoods  while  respecting  the  privacy  of  adjacent  homes.  1  rees 
and  shrubs  should  be  planted  to  provide  a  buffer  between  the  bouses 
that  abut  the  reservoir  site  to  the  west.  Iintrances  to  the  park  should 
align  with  existing  streets  for  direct  pedestrian  access  and  to  extend 
clear  views  into  the  park  from  public  streets. 
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San  Francisco  Public  Art 
Program 


10.  Enrich  the  Plan  Area  with  Public  Art 


San  Francisco's  Public  Art  Program, 
one  of  the  first  in  the  country,  was 
established  by  city  ordinance  in  1969. 
The  Art  Enrichment  Ordinance 
provides  for  two  percent  of  the 
construction  cost  of  civic  buildings, 
transportation  improvement  projects, 
new  parks,  and  other  above-ground 
structures  such  as  bridges,  to  be 
allocated  for  public  art.  It  also  provides 
an  allowance  for  artwork  conservation 
funds  and  allows  for  the  pooling  of  art 
enrichment  funds  for  interdepartmen- 
tal projects.  The  Public  Art  Program 
provides  curatorial  expertise  and 
project  management  for  the  implemen- 
tation of  the  city  ordinance.  It  is 
administered  through  the  San  Fran- 
cisco Arts  Commission,  and  is 
overseen  by  the  Visual  Arts  Committee 
of  the  Commission. 

The  Public  Art  Program  promotes  a 
diverse  and  stimulating  cultural 
environment  to  enrich  the  lives  of  the 
city's  residents,  visitors,  and  employ- 
ees. The  Program  encourages  the 
creative  interaction  of  artists,  design- 
ers, city  staff,  officials,  and  community 
members  during  the  design  of  city 
projects,  in  order  to  develop  public  art 
that  is  specific  and  meaningful  to  the 
site  and  to  the  community.  Public  art  is 
developed  and  implemented  in 
conjunction  with  the  overall  design 
and  construction  of  each  project. 


Streets,  sidewalks,  and  open  space  are  the  shared  public  space  of  the  city, 
the  site  of  celebrations  and  demonstrations,  the  stage  on  which  our 
memories  and  aspirations  are  played  out.  They  are  the  place  where  the 
stories  and  histories  of  many  divergent  communities  coincide.  Art  can  serve  as 
a  mirror  and  a  conduit  for  these  various  meanings.  It  can  take  on  numerous 
forms  in  the  life  of  public  space,  from  the  physical  to  the  economic  and  social 

Many  of  the  publicly  financed  projects  discussed  in  this  plan  will  generate 
art  enrichment  funding  to  commission  permanent,  public  artworks  through 
the  San  Francisco  Arts  Commission.  Other  sources  of  local,  municipal 
funding  would  be  appropriate  for  smaller,  or  temporary  projects,  while 
funding  on  a  national  level  could  provide  the  means  to  realize  more 
ambitious,  community-initiated  projects. 

The  Ocean  Avenue  /  Balboa  Park  Area  Arts  Master  Plan  was  created  by  artist 
Ann  Chamberlain  and  the  San  Francisco  Arts  Commission's  Public  Art 
Program,  in  response  to  the  community's  request  that  the  Arts  Commission 
synchronize  their  efforts  with  the  Planning  Department,  so  that  an  area- 
wide  arts  master  plan  is  integrated  into  the  larger  Balboa  Park  Station  Area 
Plan. 

The  goals  of  this  Arts  Master  Plan  are: 

•  To  identify  the  appropriate  and  predominant  themes,  shared 
histories,  and  experiences  within  the  community. 

•  To  provide  a  blueprint  of  potential  art  project  opportunities  to 
enhance  the  Ocean  Avenue  corridor  and  surrounding  neighborhoods. 

•  To  recommend  and  rank  prospective  sites  and  types  of  projects 
relative  to  their  value  to  the  community. 

•  To  identify  additional  funding  opportunities  and  strategies  for 
implementation  of  these  projects. 

This  plan  incorporates  some  of  the  themes  and  proposals  contained  in  the 
Arts  Master  Plan,  which  will  be  published  by  the  Arts  Commission  as  a 
separate  document. 

The  Arts  Master  Plan  deals  as  expansively  as  possible  with  the  arts,  not  just 
as  sculptural  objects  and  physical  enhancements  commissioned  through  a 
public  process,  but  as  a  living  part  of  the  community.  Art  can  enhance  the 
community's  sense  of  identity,  define  place,  and  provide  a  repository  site 
for  the  community's  collective  memories  and  stories.  Art,  arts  organizations, 
and  artists  contribute  to  the  economic  and  cultural  vitality  of  an  area, 
providing  incentives  for  people  to  visit  the  area,  and  indirectly  encouraging 
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Rector  Gate,  R.M.  Fischer,  Battery  Park  City, 
New  York 


businesses.  Art  can  offer  a  window  to  much  of  what  has  vanished  or  is 
invisible  in  the  area  by  narrating  the  history  of  a  space.  This  might  include 
revealing  or  celebrating  the  ecology  and  typography  of  an  area,  as  well  as 
its  people  and  cultural  institutions. 

It  is  also  helpful  to  look  at  examples  of  successful  projects  in  other  public 
spaces,  as  well  as  to  consider  what  specific  sites  and  features  of  this 
neighborhood  offer  opportunities  for  art.  One  way  of  thinking  about  art 
and  its  role  in  the  plan  area  is  to  consider  its  relationship  to  various  broad 
themes  including  place,  community  identity,  geographic  history,  and  eco- 
nomic development. 

Defining  Place 

Defining  place  in  a  neighborhood  includes  identifying  the  boundaries  and 
central  focus  of  a  physical  area,  as  well  as  exploring  how  art  can  announce 
a  community's  identity.  This  amplifies  the  experience  of  arrival  or  ceremony 
when  visiting  a  particular  neighborhood  space.  Large-scale  sculptures,  such 
as  entry  columns  or  sculptural  light  fixtures,  can  make  a  strong  impression 
on  visitors  and  can  become  symbols  of  a  community  that  are  deeply  loved 
by  its  residents.  Examples  of  art  that  define  space  include  the  Rector  Gale 
installed  in  Battery  Park  City,  New  York,  by  artist  R.  M.  Fischer,  and  Simon 
Rodia's  Watts  Towers  in  Los  Angeles,  which  have  become  icons  for  their 
respective  communities. 

On  Ocean  Avenue  artist-designed  gates,  sculptural  columns,  or  archways 
over  the  avenue  could  enhance  the  street  as  well  as  frame  entrances  to  the 
commercial  district.  Benches,  clocks,  water  fountains,  and  other  tvpes  of 
functional  furniture,  when  designed  by  artists,  offer  a  sense  of  surprise  and 
beauty  to  the  street.  Other  place-defining  artwork  of  a  significant  scale  that 
can  be  viewed  from  the  adjacent  freeway,  or  experienced  while  in  motion, 
can  evoke  curiosity  about  Ocean  Avenue  as  a  destination. 

Community  Identity 

What  makes  the  neighborhoods  of  the  Balboa  Park  Station  plan  area 
unique?  What  things  are  common  sources  of  pride  for  its  residents?  What 
aspects  of  the  community  evoke  a  different  time  or  provide  a  distinct 
perspective  on  the  world?  There  are  numerous  examples  of  these  special 
places,  reflecting  its  history  both  as  a  rural  and  urban  site,  which  residents 
are  eager  to  share  with  visitors.  The  gymnasium  in  the  First  Presbyterian 
Church  on  Ocean  Avenue,  for  example,  is  a  veritable  Sistine  Chapel  of 
African  American  cultural  and  sports  heroes.  Cayuga  Park  is  a  pantheon  of 
fantastic  hand-carved  sculptures  and  garden  pathways  created  by  city 
gardener  Demi  Braceros.  These  sites  and  others  recall  a  particular  moment 
or  era  in  the  history  of  the  region,  speaking  to  the  diversity  of  the  commu- 
nities that  surround  the  plan  area.  How  can  these  secrets  of  the  place,  often 
known  only  locally  or  by  just  a  few,  be  shared  and  acknowledged?  How 
can  art  evoke  memories  and  preserve  the  community's  history? 


Watts  Towers,  Simon  Rodia,  Los  Angeles 


Draft  for  Public  Review  |  October  2002 
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Blue  Line  Oasis,  Lynn  Aldrich,  Los  Angeles 


On  the  street  level,  embedding  stories  in  mosaics,  medallions  or  historical 
signage  in  the  sidewalk  enables  history  to  become  accessible  to  everyone  on  a 
daily  basis.  Local  heroes  and  narratives  can  be  articulated  through  quotes, 
anecdotes,  depictions  and  descriptions  of  historical  events  in  various  media. 
Projections  of  movies,  photographic  or  moving  images  onto  old  movie 
houses  like  the  El  Rey  Theater  designed  by  Timothy  Phluger  (now  a  church), 
or  on  storefronts  along  the  street,  could  enliven  the  street  at  night  and  offer 
history  lessons  to  the  community. 

Study  of  historic  maps  can  provide  clues  as  to  how  and  why  a  community 
evolved  over  time.  Family  photos  and  stories  are  also  valuable  resources  in 
developing  a  history  of  the  area. 

Geographic  History 

Land:  The  geography  of  the  plan  area  has  had  much  to  do  with  shaping  its 
current  existence.  To  the  south,  the  hills  slope  off  towards  Daly  City.  The  area 
is  exposed  to  both  the  ocean  (to  the  west)  and  the  bay  (to  the  east)  creating  a 
confluence  of  cool,  ocean  air  and  warmer  bay  breezes  that  make  this 
neighborhood  frequently  foggy,  windy,  and  cold.  Ocean  Avenue  passes  along 
a  valley  formed  between  outcroppings  of  rock.  Merced  Heights  and  Ocean 
View  are  to  the  south.  Brooks  Park,  situated  on  one  of  these  outcroppings, 
offers  a  view  of  Pt.  Reyes  to  the  north  and  the  Farallons  to  the  west.  This 
southern  point  of  the  city  is  its  narrowest  point  east  to  west,  while  Ocean 
Avenue  and  Geneva  form  a  main  east  to  west  corridor  extending  from  the 
Ocean  to  the  Bayshore.  The  wind  and  cool  air  inspire  possible  ideas  for 
phenomena-based  art  works. 

Water:  "Water  has  a  perfect  memory  forever  finding  its  place" — Toni  Morrison. 
Water  is  essential  to  survival  of  humans  and  all  forms  of  life.  Historically, 
communities  grew  around  streams  and  springs:  water  formed  a  central  feature  o: 
their  economy  and  was  essential  to  their  survival.  Water  in  this  area  has  a  long 
history  that  refuses  to  go  away.  It  emerges  as  water  flooding  up  through  the 
basements  of  homes  and  schools  along  Cayuga  Avenue.  This  water  is  traceable  tc 
Islais  Creek,  still  visible  above  ground  as  it  flows  into  the  bay  on  the  eastern  edge 
of  the  city  and  to  springs  in  the  Excelsior  area  to  the  east  of  Balboa  Park  Its 
sound  can  be  heard  in  the  culverts  and  sump  pumps  of  private  residences. 

In  addition  to  the  groundwater,  there  were  flumes  that  traversed  this  area  in  the 
early  20*  century  bringing  water  to  the  city.  Spring  Valley  Water  Company  owned 
large  tracts  of  land  in  and  ran  water  through  the  area.  The  Islais  Creek  bed,  which 
degenerated  into  an  open  sewer  for  the  tanneries  on  its  bank,  was  culverted  in  the  | 
early  20th  century.  The  sound  of  water  in  the  creek-bed  was  replaced  first  with 
the  sound  of  rail  transit  by  the  Southern  Pacific  Railway  and  then  with  cars  after 
the  construction  of  Interstate  280. 

Artists  working  with  the  school  district  have  used  the  hidden  water  of  Islais  Creek  to 
irrigate  a  school  garden  at  Denman  Middle  SchooL  Additional  projects  could  identify 
the  water  running  under  the  community,  perhaps  marking  a  segment  of  the  creek  This  ■ 
could  be  extended  to  above-ground  structures  and  street  furniture  incorporating  water 
imagery.  In  Los  Angeles,  Blue  Line  Oasis,  a  mosaic  and  stone  replica  of  an  artesian  well 
by  artist  Lynn  Aldrich,  enlivens  the  Artesia  Metro  Rail  Station  entrance  and  makes 
reference  to  a  bygone  era. 
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Art  Enhancement  Program  Outline 


King  Street  Muni  Transit  Shelter,  Anna 
Valentina  Murch,  San  Francisco 


1.  Research  Projects 

There  are  a  number  of  research-related  art  projects  that  could  involve  the  local 
community  in  meaningful  ways.  These  are  relatively  inexpensive  projects  for 
which  sources  of  local  money  may  be  available.  The  importance  of  these  projects 
should  not  be  underestimated.  They  may  be  endeavors  that  precede  and  form  the 
groundwork  in  terms  of  research  and  community  building  for  larger  permanent 
public  art  works.  They  can  enhance  the  sense  of  shared  history  and  community 
participation,  and  may  be  important  precursors  to  more  permanent  undertakings. 

Book  Project 

The  residents  of  this  area  have  a  strong  sense  of  their  neighborhood,  of  its 
history  and  of  their  own  diverse  origins,  but  these  stories  are  scattered  among 
personal  archives  and  not  universally  accessible.  A  project  that  collates  and 
records  this  history  could  build  a  sense  of  shared  and  renewed  identity  and  offer 
a  shared  resource  to  the  community  as  well  as  to  those  who  might  create  public 
art  works  later.  Such  a  book  might  chronicle  the  various  neighborhoods,  include 
illustrations  and  stories,  reproduce  collections  of  personal  photographic 
archives,  and  feature  both  historic  maps  as  well  as  those  newly  created  by  the 
community. 

Night-Time  Street  Projections 

Film  and  historical  images  of  the  area  could  be  projected  onto  various  sites  along 
Ocean  Avenue.  An  important  aspect  of  street  safety  has  to  do  with  keeping  the 
area  lively  at  night.  Community  members  currently  hold  archives  of  historic 
photographs  in  slide  form.  These  could  be  rear- projected  in  an  empty  storefront, 
or  projected  onto  the  side  of  a  building  at  night.  The  snapshots  of  this  area 
collected  by  the  San  Francisco  Public  Library's  history  project  could  be  used  as 
well.  Projections  could  rotate  through  the  community  or  take  place  at  fixed 
locations  such  as  the  exterior  of  the  buildings  that  housed  early  cinema  theaters 
on  Ocean  Avenue. 

2.  MUNI  Transit  Platforms  on  Ocean  Avenue 

Ocean  Avenue  transports  a  large  volume  of  commuters.  The  fog  and  wind  make 
this  a  cold  and  inhospitable  place  to  wait  for  trains.  The  design  of  a  transit 
structure  would  be  a  practical  and  aesthetic  enhancement  of  the  streetscape. 
These  transit  platforms,  which  will  be  the  most  visible  element  of  Muni's  K-Line 
improvements,  could  provide  a  defining  characteristic  for  the  street  and  neigh- 
borhood. The  transit  shelters  along  San  Francisco's  Embarcadero,  designed  by 
Anna  Valentina  Murch,  or  the  shelters  on  19th  Avenue,  designed  by  Leonard 
Hunter  and  Sheila  Ghildini,  are  local  examples  of  such  structures.  An  artist  and 
architect  team  would  be  most  appropriate  for  this  project. 
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Ninth  Street  Pedestrian  Mall,  Gary 
Moore,  Gerald  Marston  and  WRT  Inc., 
Miami  (above  left  and  center) 

Historic  and  Interpretive  Signage 
Project,  Michael  Manwaring  and  Nancy 
Leigh  Olmsted,  San  Francisco  (above 
right  and  bottom) 


3.  Sidewalk  Improvements  and  Other  Enhancements  as 
Opportunities  to  Embed  History 

As  sidewalk  improvements  are  implemented  in  the  plan  area  there  is  an  opportu- 
nity to  embed  information  about  the  area's  history  and  culture  into  the  sidewalk 
as  art  projects.  The  African  Kente  textile  weaving  patterns  incorporated  by  artists 
Gary  Moore,  Gerald  Marston,  and  WRT  Inc.  into  the  Ninth  Street  Pedestrian  Mall, 
an  extended  walkway  in  an  African  American  community  in  Miami,  Florida,  is  one 
example  of  a  creative  paving  treatment.  Additional  enhancements  of  the  street 
might  include  interpretive  signage  that  provides  continuity  throughout  the 
streetscape.  These  could  include  vertical  markers  or  uniquely  designed  narrative 
signage  designed  to  convey  local  stories  through  text  and  images.  The  Historical 
and  Interpretive  Signage  Project  on  The  Embarcadero,  by  artist  Michael 
Manwaring  and  historian  Nancy  Leigh  Olmsted,  which  tells  the  story  of  San 
Francisco's  waterfront,  is  a  good  example  of  this  type  of  project. 
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4.  Gateway  Project 

The  sense  of  entrance  arrival  or  importance  offered  by  a  symbolic  gateway  is  an 
essential  element  in  providing  a  unique  identity  to  a  place.  The  Balboa  Park 
Station  Area  Plan  acknowledges  the  significance  of  such  a  gateway  in  relation  to 
the  City  College  entrance  as  a  focal  point  on  Ocean  Avenue.  The  plan  calls  for  a 
pedestrian  plaza  or  park  at  the  site  of  the  current  bus  turnaround  on  the  Phelan 
Loop.  This  site  will  also  function  as  a  gateway  into  the  City  College  campus, 
presenting  an  opportunity  for  an  artist  to  design  light  fixtures  or  other  features 
such  as  a  gateway  into  the  campus. 

Alternatively  a  symbolic  sculpture  could  be  designed  for  this  space.  A  work  that 
is  intriguing  and  perhaps  changing,  perhaps  powered  by  wind,  would  be 
interesting  for  passersby  to  contemplate. 

5.  Other  Open  Spaces 

Various  open  spaces  have  been  proposed  in  the  Phelan  Loop  area  as  well  as  the 
Transit  Station  Neighborhood.  Each  suggests  an  opportunity  for  adding  whimsi- 
cal embellishments  to  public  open  space  environments.  Sculptures  of  animals 
that  children  can  climb  on  would  be  appropriate  for  a  children's  playground. 
Other  artwork  such  as  outdoor  furniture  or  water  fountains  could  enhance  open 
spaces  adjacent  to  residential  neighborhoods  or  in  neighborhood  parks. 

6.  Artistic  Enhancements  to  Architecture 

Ongoing  development  in  the  plan  area  will  potentially  provide  opportunities  for 
artistic  enhancement.  For  example,  the  new  Ingleside  branch  library  on  Ocean 
Avenue  will  generate  art  enrichment  funds  for  new  public  art  projects.  As  with  the 
artwork  by  Colette  Crutcher  and  Mark  Roller,  on  the  facade  of  the  Ocean  View 
Library,  artwork  could  be  incorporated  into  the  exterior  of  the  building,  providing 
street  appeal  and  neighborhood  beautification. 


Art  Panels,  Colette  Crutcher  and  Mark  Roller,  Ocean  View  Library,  San  Francisco 


96 


Key  Strategies 


10.  Enrich  the  Plan  Area  with  Public  Art 


7.  Transit  Hub  Enhancements 

This  area,  with  its  overlay  of  transportation  interchanges,  creates  an  opportunity 
to  draw  out  the  theme  of  transportation  in  the  artwork.  There  are  many  possibili- 
ties: an  artist  project  could  integrate  an  icon  or  image  similar  to  the  DelAmo 
Wheel  in  Los  Angeles,  by  artist  Colin  Gray,  a  decorative  cast-stone  cartwheel 
inscribed  with  transportation-themed  visual  and  verbal  riddles,  or  to  develop  a 
site  using  elements  from  old  MUNI  street  cars  for  seating.  This  could  also  be  a 
place  to  tell  the  layered  history  of  the  Southern  Pacific  Railway,  the  evolution  of 
the  region  as  a  hub  for  transportation  in  the  city's  early  days,  and  the  introduc- 
tion of  the  freeway  through  the  landscape.  The  work  might  be  iconic  or  intimate, 
functional  or  interactive. 

8.  Geneva  Office  Building 

The  rehabilitation  of  the  historic  Geneva  Office  Building— which  is  likely  to  be  the 
outstanding  landmark  and  image-making  building  in  the  Transit  Station  Neigh- 
borhood—offers extraordinary  art-related  opportunities. 

This  building  and  its  history  are  tightly  linked  to  the  rich  history  of  rail  transpor- 
tation in  San  Francisco.  Artists  can  and  should  be  involved  in  the  planning  and 
design  of  the  building's  renovation,  and  in  designing  exhibits  and  elements  of 
the  building  that  illustrate  this  important  and  fascinating  history.  In  addition,  one 
of  the  most  frequently  mentioned  possible  uses  for  the  building  is  to  house  one 
or  more  arts-related  organizations.  Such  an  arts  "hub"  in  the  neighborhood,  in 
combination  with  the  many  educational  institutions  in  the  vicinity,  might  begin  to 
establish  the  arts  as  an  overall  theme  for  the  new  Transit  Station  Neighborhood. 
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Art  and  Economic  Development 

The  arts  and  artists  often  form  a  vanguard  to  economic  development,  appro- 
priating and  improving  facilities  that  are  undesirable  with  sweat  equity,  subse- 
quently attracting  other  businesses  to  the  area.  The  SOHO,  Lower  Mast  Side, 
and  Williamsburg  neighborhoods  in  New  York,  and  San  Francisco's  SOMA 
and  Mission  neighborhoods,  are  areas  that  have  been  enhanced  by  the  in  flux  of 
and  building  upgrades  initiated  by  arts  organizations. 

The  high-ceilinged  architecture  of  the  Geneva  Office  Building  suggests  an 
opportunity  for  a  nonprofit  arts  organization  to  take  up  residency.  This 
kind  of  activity  could  establish  a  precedent  for  the  ongoing  usage  of  the 
building  in  support  of  the  arts.  It  could  also  stimulate  other  ancillary 
business  developments  in  the  neighborhood. 

Objective  1:  Integrate  art  into  the  fabric  of  the  neighborhood. 

Policy  1.1:  Broaden  the  scope  of  the  City's  Art  Enrichment  Ordi- 
nance in  the  plan  area 

Many  of  the  new  facilities  and  physical  improvements  suggested  in  this 
plan  will  be  implemented  under  the  auspices  of  the  city  and  will  thus  be 
subject  to  the  Art  Enrichment  Ordinance.  However,  the  scope  of  projects 
that  are  subject  to  the  ordinance  is  limited.  In  the  plan  area,  the  scope  of 
the  program  should  be  broadened  so  that  art  is  an  integral  component  of 
all  municipal  construction  projects  and  major  urban  design  endeavors. 

Policy  1.2:  Encourage  non-city  public  agencies  and  institutions  to 
take  part  in  the  Two  Percent  for  Art  program. 

Several  non-city  public  agencies  and  institutions  (BART,  City  College, 
Caltrans,  San  Francisco  Unified  School  District)  will  be  involved  in  build- 
ing new  facilities  in  the  plan  area.  These  entities  are  not  subject  to  San 
Francisco's  Art  Enrichment  Ordinance  (though  some  have  programs  of 
their  own).  These  agencies  should  voluntarily  take  part  in  the  city's  pro- 
gram, or  coordinate  with  the  Arts  Commission  if  they  already  have  their 
own  art  enhancement  programs  in  place. 

Policy  1.3:  Integrate  the  arts  and  artists  with  overall  design  of  new 
buildings,  facilities,  and  public  open  spaces. 

Often  when  artists  are  involved  in  the  design  of  a  new  facility,  they  are  brought 
in  near  the  end  of  the  process  and  are  asked  to  design  projects  that  are 
standalone  or  surface  decoration.  Though  often  well  executed  and  compelling, 
these  art  projects  miss  the  opportunity  to  allow  artists  to  contribute  from  the 
commencement  of  a  design  project.  Artists  should  be  involved  from  the  very 
beginning  of  design  on  the  facilities  and  projects  outlined  in  this  plan.  In 
general  a  collaborative  design  team  comprised  of  an  architect  or  landscape 
architect  and  an  artist  can  greatly  add  to  the  richness  and  individuality  of  a  new 
building,  transit  facility,  or  public  open  space 
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11.  Protect  and  Enhance 
the  Surrounding  Neighborhoods 


The  major  recommendations  and  proposed  interventions  of  this  plan 
revolve  around  large  underutilized  parcels  controlled  by  public 
institutions  along  the  major  streets  and  around  the  transit  station  area. 
The  stable,  mostly  residential,  neighborhoods  surrounding  the  core  of  the 
plan  area  will  greatly  benefit  from  proximity  to  revitalized  main  streets, 
improved  transit  service,  and  a  more  pleasant  and  lively  street  environment. 
However  the  plan  does  not  include  significant  direct  changes  in  these  areas. 

To  improve  the  pedestrian  environment  within  these  neighborhoods  and 
mitigate  any  incremental  spillover  traffic  effects  from  Ocean  Avenue,  an 
improved  transit  hub,  or  increases  in  housing  opportunities  in  the  plan  area, 
the  following  programs  are  recommended. 

Objective  1:  Improve  the  environment  within  the  surrounding 
neighborhoods. 


Policy  1.1:  Pursue  a  street-tree-planting  program  for  the  neighbor- 
hoods surrounding  the  plan  area. 

Healthy,  closely  spaced  street  trees  can  humanize  and  "soften"  a  street 
environment  more  than  any  other  single  element,  in  addition  to  improving 
air  quality  and  providing  shade.  Currently,  street  trees  are  scant  and  irregu- 
larly planted  throughout  many  of  the  neighborhoods.  While  street  trees  are 
required  of  new  construction  or  significant  alterations  to  buildings,  little  of 
this  type  of  activity  is  expected  in  these  neighborhoods  that  would  signifi- 
cantly enhance  the  street  tree  stock. 

Thus,  neighborhood  groups  should  work  with  Friends  of  the  Urban 
Forest  and  city  agencies  to  design  and  implement  a  comprehensive  street 
tree  program.  On  these  streets  the  cost  of  planting  trees  is  generally  shared 
by  property  owners,  often  through  a  nonprofit  organization  such  as 
Friends  of  the  Urban  Forest.  Maintenance  of  the  trees  is  the  responsibility 
of  property  owners. 

Policy  1.2:  Explore  neighborhood-wide  traffic  calming  for  the 
neighborhoods  surrounding  the  plan  area. 

Local  neighborhood  streets  should  be  quiet,  slow-paced  places  where 
children  can  safely  play,  cyclists  can  comfortably  ride,  and  residents  can 
enjoy  walking  and  spending  time  in  front  of  their  homes.  To  mitigate  the 
quantity  and  negative  effects  of  traffic  and  to  discourage  cut-through  (non- 
local) traffic,  the  neighborhood  should  pursue  with  city  agencies  a  neigh- 
borhood-wide comprehensive  traffic  calming  program.  Such  techniques  as 
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1 1 .  Protect  and  Enhance  the  Surrounding  Neighborhoods 


widening  sidewalks  at  corners  and  mid-block,  landscaped  traffic  circles, 
and  raised  or  textured  crosswalks  can  not  only  slow  traffic  but  also  create 
valuable  neighborhood  public  open  space  and  visually  enhance  a  neighbor- 
hood. 

Policy  1.3:  Expand  and  adjust  the  Residential  Permit  Parking 
Program. 

To  address  any  potential  parking  spillover  from  City  College,  a  revitalized 
Ocean  Avenue  commercial  district,  and  transit  station  patrons,  the  Residen- 
tial Permit  Parking  Program  should  be  expanded  and  structurally  adjusted 
as  proposed  in  Key  Strategy  6. 
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Transit  Station  Neighborhood  |  Phelan  Loop  Area 


Two  key  areas  provide  the  greatest  opportunity  to  realize 
the  vision  of  the  Balboa  Park  Station  Area  Plan.  These  are 
the  Transit  Station  Neighborhood  and  the  Phelan  Loop 
Area.  This  section  provides  detailed  development  pro- 
grams for  these  two  places.  The  programs  laid  out  in  this 
section  are  grounded  in  the  goals  and  policies  described 
previously.  They  are  intended  as  a  guide  for  public  and 
private  investment  in  the  plan  area.  Implementation  of  the 
vision  in  these  two  areas  will  require  careful  cooperation 
and  collaboration  between  a  number  of  public  and  private 
entities. 
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Balboa  Park  Transit  Functions 

Even  after  this  plan's  vision  for 
transforming  the  station  area  has  been 
achieved,  the  Transit  Station  Neighbor- 
hood will  remain  one  of  Muni's  key 
operations  and  maintenance  bases. 
Currently,  Balboa  Park  is  where  all  of 
Muni's  rail  vehicles  are  repaired  and 
stored.  Even  after  Muni  opens  a 
second  rail  facility  in  about  2005, 
Balboa  Park  will  remain  the  primary 
facility. 

The  smooth  operation  of  these 
facilities  is  a  necessity  for  reliable  rail 
service  everywhere  in  the  city.  All  of  the 
proposals  in  this  plan  have  been 
developed  with  an  eye  toward  protect- 
ing the  operations  of  Muni's  facilities 
while  integrating  them  better  into  their 
surroundings. 


The  transformation  of  the  Transit  Station  Neighborhood  into  a 
functional  transit  hub  and  mixed-use  neighborhood  is  a  central  focus 
of  this  plan.  It  is  also  the  most  technically  complex  of  the  compo- 
nents of  the  plan,  requiring  extensive  design  and  engineering  studies  carried 
out  by  a  number  of  city  and  other  public  agencies.This  section  of  the  plan 
presents  the  program  for  realizing  this  transformation. 

This  plan's  vision  is  that  the  area  around  the  Balboa  Park  Station  be  rein- 
vented as  a  vital  urban  transit  village:  a  well- functioning  transit  hub  and  a 
new  neighborhood  that  support  one  another  to  create  a  truly  unique  place 
for  daily  commuters  and  neighborhood  residents  alike.  To  create  this 
"transit  village"  it  will  be  necessary  to  realize  the  following 

1.  Creation  of  a  bold  new  Balboa  Park  Station  with  a  strong  and 
inviting  public  presence  and  memorable  identity  that  reinforces  its 
role  as  an  important  regional  and  local  transit  node.  The  station 
must  become  a  place  for  people  as  well  as  an  efficient  transit  hub. 

2.  Reconfiguration  of  the  operations  of  BART,  light  rail,  buses,  and 
other  modes  of  transportation  so  they  connect  with  and  support 
each  other  in  a  manner  that  is  efficient  and  clear  to  users. 

3.  Creation  of  a  vibrant  and  active  new  neighborhood  surrounding  the 
station  by  intensifying  development  near  the  station,  including  a  variety 
of  housing  types  and  neighborhood-supporting  convenience  shops, 
cafes  and  restaurants,  as  well  as  appropriate  arts  and  educational  uses. 

4.  Establishment  of  a  well-defined  circulation  system  that  helps  create 
stronger  connections  between  the  Transit  Station  Neighborhood, 
adjacent  neighborhoods,  and  City  College. 

Program  for  the  Transit  Station  Neighborhood 

A  program  for  realizing  the  Transit  Station  Neighborhood  vision 
includes  the  following  elements,  which  are  each  described  in  more 
detail  below. 

1.  Reconfiguration  of  streetcar  and  bus  stops  at  the  station,  improv- 
ing connectivity  and  passenger  amenities. 

2.  Reconstruction  of  the  station  facility  itself,  improving  internal 
circulation,  adding  an  Ocean  Avenue  entrance,  and  incorporat- 
ing terminals  for  Muni  Metro  streetcars  within  the  facility. 

3.  Reconfiguration  of  the  1-280  freeway  ramps  at  Ocean  and 
Geneva  Avenues,  linked  to  construction  of  a  deck  over 
Interstate  280. 

4.  Improvement  of  Geneva  Avenue  between  San  Jose  Avenue  and 
the  1-280  ramps,  creating  an  efficient  bus  transfer  area  and  an 
active  pedestrian-oriented  "front  door"  for  the  station. 

5.  Development  of  mixed-use  buildings  on  the  Upper  Yard,  with 
retail  on  the  ground  floor  and  housing  above. 


Transit  Station  Neighborhood  overview 
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Art  Enhancement  Opportunity 


The  Transit  Station  Neighborhood, 
with  all  its  proposed  new  and  rede- 
signed public  facilities,  will  offer 
multiple  opportunities  for  art  enhance- 
ment, with  a  particularly  compelling 
opportunity  to  draw  out  the  theme  of 
transportation  in  the  artwork.  There  are 
many  possibilities:  An  artist  project 
could  incorporate  an  icon  or  image 
similar  to  the  Del  Amo  Wheel  in  Los 
Angeles,  by  artist  Colin  Gray,  a 
decorative  cast-stone  cartwheel 
inscribed  with  transportation-themed 
visual  and  verbal  riddles,  or  to  develop 
a  site  using  elements  from  old  MUNI 
street  cars  for  seating.  This  could  also 
be  a  place  to  tell  the  layered  history  of 
the  Southern  Pacific  Railway,  the 
evolution  of  the  region  as  a  hub  for 
transportation  in  the  city's  early  days, 
or  the  introduction  of  the  freeway 
through  the  landscape.  The  work 
might  be  iconic  or  intimate,  functional 
or  interactive. 


6.  Improvement  of  San  Jose  Avenue  between  Ocean  Avenue  and 
Niagara  Street. 

7.  Improvement  of  Ocean  Avenue  between  San  Jose  and  Phclan  .  V  enues. 

8.  Rehabilitation  and  re-use  of  the  historic  Geneva  Office  Building. 

9.  Development  on  the  Donut  shop  /  Recreation  and  Parks  parcels. 

10.  Development  of  new  housing  along  San  Jose  Avenue  on  school 
district  property. 

11.  Development  of  housing  using  "air-rights"  above  the  Muni  Green  Yard. 

12.  Modification  of  curb  parking  regulations  in  the  vicinity  of  the 
station  to  properly  manage  parking. 


1-280  ramps  reconfigured 
as  "single-point  urban 
interchange"  (SPUI)  


,  Deck  over  1-280  with  station 
,4  entrance,  bus  loading, 

curb  drop-off,  infill  buildings 

plaza 


Enhanced 

intermodal  transit  statior 
including  new  J  &and  K 
terminal 


Geneva  transit  plaza 


Geneva  streetscape 
and  pedestrian 
improvements 

Upper  Yard 
mixed-use  development 


New  M  streetcar  terminus 
at  BART  mezzanine 


Proposed  major  improvements  to  Transit  Station  Neighorhood 
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1.  Reconfiguration  of  Streetcar  and  Bus  Stops  at  the  Station 

Reconfiguration  and  improvement  of  the  streetcar  and  bus  stops  at  the 
station  will  be  a  critical  foundation  for  the  new  Transit  Station  Neighbor- 
hood. 

Muni  Metro 

Currendy  the  J-Church,  M-Oceanview,  and  K-Ingleside  Metro  lines  termi- 
nate at  Balboa  Park,  with  the  J  and  K  lines  stopping  in  the  Muni  Green 
maintenance  yard  east  of  the  BART  station  and  the  M  line  stopping  in  San 
Jose  Avenue  south  of  Geneva  Avenue. 

In  the  future,  the  K-line  would  terminate  at  a  new  stop  on  a  deck  over  I- 
280  between  Geneva  and  Ocean  Avenues,  direcdy  to  the  west  of  the 
BART  station.  (See  below  in  this  section  for  more  on  the  new  freeway 
deck.)  Passengers  would  be  able  to  enter  the  BART  station  from  new 
entrances  on  its  west  side. 

The  configuration  of  the  J  and  M  lines  will  depend  on  decisions  that  Muni 
must  make  in  the  future  about  the  routing  of  these  lines. 

Alternative  1:  J  and  M  lines  continue  to  terminate  at  Balboa  Park. 

In  this  alternative  the  M  line  terminates  underneath  the  western  edge  of  the 
Upper  Yard  on  an  extension  at  the  BART  mezzanine  level.  Passengers 
would  be  able  to  access  BART  from  the  M  line  by  walking  north  along  the 
mezzanine  to  the  nearest  BART  faregates. 

The  J  line  would  terminate  on  top  of  the  freeway  deck,  next  to  the  K  line, 
as  described  above. 

Alternative  2:  J  and  M  lines  terminate  at  San  Francisco  State. 

If  Muni  should  decide  to  move  the  terminals  of  the  J  and  M  lines  to  19th 
Avenue  near  San  Francisco  State  University,  then  the  M  line  would  no  longer 
extend  to  Balboa  Park.  The  J  line  would  continue  to  stop,  but  would  not 
terminate,  at  Balboa  Park,  and  then  would  continue  to  Nineteenth  Avenue.  In 
this  alternative,  new  platforms  for  the  J  line  would  be  constructed  on  San  Jose 
Avenue  at  the  Geneva  Avenue  intersection. 

Buses 

Currendy,  most  of  the  buses  serving  the  station  stop  along  Geneva  Avenue 
east  of  the  freeway.  Other  lines  stop  on  San  Jose  and  Ocean  Avenues.  In 
the  future,  buses  could  be  configured  in  one  of  two  ways. 
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New  Howth  Street 
K-line  stop 


/ 

Additional 
bus  loading, 
auto  drop-off 
on  freeway 
deck 


m 


J  and  K  terminate 
in  intermodal  station 
on  freeway  deck  adjacent 
to  new  NW  BART  entrance 

Geneva  transit  plaza 
and  retail 

BART/Muni  entrance 
incorporated  into  new 
Upper  Yard  development 


M-line  terminates 

*  • 

'•'  below  Upper  Yard 
at  BART  mezzanine 


Existing  transit  configuration 


Proposed  transit  configuration 
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What  is  a  Transit  Village? 


A  transit  village  is  a  compact,  mixed-use,  walkable  community  centered  around  a 
transit  station  that,  by  design,  invites  residents,  workers,  visitors,  and  shoppers 
to  ride  public  transit  more  and  to  drive  less.  Such  neighborhood  design  facili- 
tates lower  rates  of  car  use  and  ownership  and  even  lifestyles  that  are  completely 
car-free.  There  are  many  transit-oriented  developments  in  various  stages  of 
construction  and  planning  around  the  Bay  Area  (including  at  the  Fruitvale, 
Pleasant  Hill,  and  Richmond  BART  stations)  as  well  as  across  the  country, 
including  in  Portland,  Oregon  and  the  Washington  D.C.  area. 

Transit  station  areas  are  often  ideal  places  to  encourage  new  housing  growth,  as 
new  residents  and  other  activity  can  be  accommodated  without  many  of  the 
negative  impacts  associated  with  growth,  notably  traffic.  Focusing  compact 
growth  and  density  around  transit  stops  capitalizes  on  major  investments  in 
transit  and  brings  potential  riders  and  destinations  closer  to  transit  facilities, 
thereby  increasing  ridership. 

Many  transit  operators,  such  as  BART,  own  sizable  pieces  of  property  around 
transit  stations;  these  properties  present  potential  for  beneficial  mixed-use 
development  that  can  provide  significant  revenue  streams  to  the  transit  system 
while  increasing  ridership.  Transit  villages  have  the  added  benefits  of  adding  life 
and  vitality  to  the  area  around  a  station,  making  walking  and  using  the  transit 
system  more  pleasant  and  safe.  Regionally,  creating  a  network  of  transit  villages 
that  concentrate  housing  density  and  other  development  activity  around  transit 
nodes  has  the  potential  to  foster  greater  mobility,  reduce  auto  dependence  and 
pollution,  and  reduce  pressures  for  urban  sprawl. 

Fundamentally,  the  station  itself  is  the  centerpiece  and  focus  of  the  transit 
village,  which  can  extend  to  roughly  a  5-10  minute  walk  around  a  station 
(approximately  one-quarter  to  one-half  mile).  Public  and  civic  spaces  at  the  heart 
of  the  village,  often  surrounded  by  retail,  institutions,  or  other  public  uses,  serve 
important  functions  as  gathering  spots,  sites  for  special  events  and  celebrations, 
or  simply  as  pleasant  places  to  wait  for  transit  or  to  pass  through  on  the  way  to 
the  station.  Finally,  it  is  critical  that  the  buildings  and  circulation  patterns 
(especially  pedestrian)  be  oriented  to  the  station  and  woven  into  the  fabric  of  the 
neighborhoods  around  it,  rather  than  isolated  or  insularly  designed. 
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Alternative  1:  Geneva  Avenue  Bus  Stops. 

Geneva  Avenue  could  remain  as  the  primary  bus  transfer  area  and  buses 
would  continue  to  load  and  off-load  passengers  along  Geneva  Avenue, 
Improvements  would  be  made  to  the  street  in  order  to  reduce  traffic  conflicts 
between  buses  and  automobiles.  Improvements  would  also  be  made  to  the 
passenger  waiting  areas  on  both  sides  of  the  street. 

Alternative  2:  Freeway  Deck  Bus  Transfer  Center. 

Once  the  freeway  deck  is  constructed,  part  of  the  deck  area  could  be 
devoted  to  a  bus  transfer  center.  Buses  would  turn  into  the  transfer  center 
from  Geneva  or  Ocean  Avenues  and  load  passengers  adjacent  to  the  transit 
station.  If  in  the  future  some  of  the  bus  lines  serving  the  station  were  to 
terminate  here,  rather  than  continue  west,  the  freeway  deck  could  accom- 
modate a  bus  terminal. 
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2.  Reconstruction  of  the  Station  Facility 

A  new  transit  station  would  bring  together  BART  and  Muni  Metro  lines  in 
an  efficient  and  understandable  manner  within  a  spacious  and  distinctive 
new  transit  station.  The  proposed  station  would  be  central  to  several 
projects  intended  to  eliminate  the  area's  current  feeling  of  isolation,  and 
irregular,  uninviting  public  realm,  while  improving  the  effectiveness  of  the 
transit  system.  The  station  would  function  as  a  node  within  the  city  and 
regional  transit  system,  while  also  serving  as  a  neighborhood  landmark.  A 
hierarchy  of  high-quality  pedestrian  spaces  within  and  around  the  station 
would  be  created  to  provide  safe  and  convenient  access  to  the  various 
modes  of  transit,  and  to  better  integrate  the  station  with  the  surrounding 
neighborhood. 

In  general  terms,  the  station  concept  would  keep  BART  tracks  and  plat- 
forms in  their  existing  locations,  elongate  the  existing  mezzanine  level,  and 
add  a  new  street-level  concourse  with  Muni  light  rail  tracks  and  platforms 
to  the  west  of  the  BART  tracks,  possibly  all  enclosed  by  a  new  structure. 
Improved  passenger  access  routes  from  the  station  to  the  M  line  would  be 
made  through  the  redesigned  and  enlarged  Geneva  Plaza  on  the  Green 
Yard  and  the  southern  BART  portal  connection  to  a  new  transit  waiting 
area  on  the  Upper  Yard.  This  would  work  to  integrate  the  current  station's 
disparate  rail  stops,  creating  a  cohesive  transit  hub. 


Artist's  rendering  of  proposed  BART/  Muni  intermodal  transit  facility 
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Design  Guidelines  for  Development  of  the  Station  Facility 

•  The  new  station  should  contribute  to  the  neighborhood  by  having 
a  strong  street  presence.  Particular  emphasis  should  be  placed  upon 
creating  distinctive  pedestrian  entrances  on  Ocean  and  Geneva 
Avenues.  Entrances  should  be  well-defined,  inviting,  and  establish  .1 
strong  sense  of  civic  identity.  These  primary  entrances  should  be 
celebrated  in  different  ways,  with  each  reflecting  its  unique  orient. 1 
tion  and  context,  while  designed  to  fit  into  the  station  context. 

•  The  station  entrance  facing  Geneva  Avenue  should  embody  the 
characteristics  of  a  traditional  neighborhood  train  station,  possibly 
including  a  grand  entrance  lobby  defined  by  a  strong  central  space 
of  greater  height,  and  special  roof  treatment.  T  his,  or  similar 
architectural  statements,  should  establish  the  station's  role  as  a  civic 
anchor,  linking  neighborhoods  on  both  sides  of  Interstate  280. 
This  role  will  be  strengthened  when  new  mixed-uses  are  built  on 
the  Upper  Yard,  the  Geneva  Office  Building  is  revitalized,  and 
improvements  are  made  to  the  adjacent  Geneva  Plaza,  making  this 
entry  a  center  of  activity. 

•  The  context  of  the  station  entrance  at  ( )cean  .  \vcnuc  is  different  than 
Geneva  Avenue,  but  its  role  is  quite  important.  It  will  continue  t<  >  serve 
several  thousand  daily  transit  riders  including  ( itv  (  'j  >llcgc  students,  residents 
of  surrounding  neighborhoods,  and  visitors  to  Balboa  Park  Station  area. 
As  such,  it  should  serve  as  a  landmark  providing  a  \isual  beao  wi  f< >r 
pedestrians  coming  from  either  direction  along  ( )cean  Avenue,  possibly 
including  a  vertical  element  or  drum. 

The  building's  overall  form  should  be  distinctive  and  bold,  clearly  expressing  its 
purpose  and  offering  a  strong  sense  of  civic  and  neighborhood  idenntv.  It 
should  demonstrate  the  highest  quality  architecture  and  use  of  building  materi- 
als and  technology.  The  building's  perimeter  should  be  largely  transparent, 
allowing  the  public  clear  views  of  the  station  and  provide  an  additional 
measure  of  security  for  passengers  and  staff.  Some  portions  of  its  external  skin 
may  be  transparent,  allowing  natural  light  in  by  day  and  artificial  out  by  night, 
further  defining  the  building  as  a  landmark  and  beacon. 

The  public  area  within  the  station  should  be  defined  by  drama  of  space 
and  depth,  and  a  feeling  of  space,  light  and  airiness,  creating  a  strong  sense 
of  identity,  and  helping  to  alleviate  the  sense  of  claustrophobia  sometime-, 
associated  with  the  current  station  and  other  similar  environments.  Public 
areas  should  include  unimpeded  site  lines  to  entry  and  access  points, 
ticketing  areas,  information  centers,  station  agents,  platform  access  arc  .;-, 
seating  areas,  and  restrooms. 

Transit  riders  should  be  provided  with  clear  signage  throughout  the  station  area 
to  ensure  clarity  of  movement  and  strong  sense  of  orientation.  Walking 
distances  within  the  station  should  be  kept  to  a  minimum,  allowing  convenient 
access  to  and  transfer  between  different  transportation  modes  and  areas 
outside  the  station.  Potential  conflicts  between  pedestrians  and  automobiles  l  >r 
rail  should  be  clearly  identified  by  signage,  special  walking  surfaces  consisting 
of  textured  or  colored  paving,  special  lighting,  or  other  means- 
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Decking  The  Freeway 


While  open-cut  freeways  often  serve 
as  chasms  in  the  middle  of  neighbor- 
hoods or  barriers  between  neighbor- 
hoods, the  noisy  and  generally  unused 
airspace  above  them  can  be  recaptured 
for  neighborhood  and  civic  use  by 
"capping"  or  placing  decks  atop  them. 
Such  projects  provide  and  restore 
connections  to  surrounding  neighbor- 
hoods and  create  new  developable 
land,  transforming  these  hostile 
spaces  with  productive  and  welcome 
uses  such  as  housing,  retail,  offices, 
public  facilities,  or  open  space.  In  fact, 
in  dense  urban  areas  where  land  is 
costly  and  available  land  is  scarce, 
decking  over  submerged  freeways  (and 
thus  creating  "new"  land)  is  often 
cheaper  than  the  cost  of  purchasing  an 
equivalent  square  footage  of  land  in 
the  neighborhood. 

Many  cities  around  the  United  States 
and  worldwide  have  completed  and 
are  currently  undertaking  ambitious 
freeway  capping  projects. 

Boston,  Massachusetts 

In  1 984,  an  open  cut  freeway  that 
then  separated  two  historic  neighbor- 
hoods in  the  heart  of  the  city  was 
covered  to  create  Copley  Place,  a 
mixed-use  development.  Boston  is 
currently  undertaking  the  most 
extensive  freeway-decking  project 
ever  conceived  in  this  country.  The 
Central  Artery/Tunnel  project,  also 
known  as  the  "Big  Dig"  is  burying  a 
currently  elevated  freeway  that  was 
inserted  through  Boston's  downtown 
in  the  1950s.  The  project  will  create 
over  30  acres  of  new  land  for  a 
significant  string  of  parks,  play- 
grounds, museums,  housing,  and 
commercial  development.  This 
development  and  the  surface  roads 
that  will  be  restored  will  reconnect  the 
downtown  with  its  waterfront  and 
historic  North  End  neighborhood. 


3.  Freeway  Deck  and  Single  Point  Urban  Interchange 

The  most  prominent  physical  barrier  in  the  Transit  Station  Neighborhood  is 
Interstate  280,  a  chasm  that  creates  a  distinct  separation  between  the  area's 
neighborhoods  and  is  a  considerable  source  of  noise.  Ocean  and  Geneva 
Avenues  cross  the  freeway  in  the  Transit  Station  Neighborhood  and  connect  to 
it  by  a  set  of  six  on-  and  off-  ramps.  The  ramps  create  an  unpleasant  condition 
where  they  meet  the  city  streets;  pedestrians  walking  between  the  transit  station 
and  surrounding  areas  are  forced  to  cross  multiple  sets  of  traffic-filled  intersec- 
tions through  a  noisy  and  bleak  environment. 

Two  key  projects  would  dramatically  improve  these  conditions:  1) 
reconfiguration  of  the  Ocean  and  Geneva  Avenue  ramps  to  make  them 
safer  for  pedestrians  and  improve  the  traffic  congestion  associated  with  the 
Geneva  Avenue  ramps,  and  2)  construction  of  a  deck  over  the  freeway, 
between  Ocean  and  Geneva  Avenues,  reducing  the  noise  level,  and  creating 
space  for  an  expanded  transit  center  as  well  as  new  development. 

One  way  to  accomplish  this  would  be  by  the  development  of  a  linked 
"single  point  urban  interchange"  (SPUI).  The  SPUI  would  bring  together 
each  set  of  on-and  off-ramps  to  a  single  point  above  the  freeway  and  then 
connect  them  with  a  roadway  between  Geneva  and  Ocean  Avenues.  The 
reconfiguration  of  the  freeway  ramps  could  be  used  as  a  catalyst  to  also 
develop  a  deck  over  the  freeway.  The  deck  would  be  constructed  to 
support  the  SPUI  and  fill  the  gap  between  Ocean  and  Geneva  Avenues 
over  Interstate  280.  A  connecting  roadway  would  run  along  the  center  of 
the  deck  and  would  be  lined  by  the  new  intermodal  terminal,  new  mixed- 
use  buildings,  and  public  open  space.  Construction  of  the  SPUI  and  deck 
between  Ocean  and  Geneva  Avenues  would  simplify  the  interchange 
between  the  freeway  and  city  streets,  reducing  the  number  of  pedestrian 
and  auto  conflict  points.  It  would  also  create  the  opportunity  for  a  bus 
transfer  center  and  passenger  drop-off  area,  as  well  as  development  above 
the  freeway.  It  would  reconnect  the  neighborhoods  currendy  separated  by 
the  freeway. 

There  may  be  other  ways  of  addressing  freeway  traffic  issues.  However, 
one  of  the  most  compelling  aspects  of  a  SPUI  would  be  its  ability  to 
move  the  traffic  interchange  functions  of  the  freeway  off-ramps  to  single 
points  over  the  center  of  the  freeway  and  away  from  its  outer  margins, 
improving  not  just  the  conditions  at  the  edge  of  the  freeway  but  also 
imroving  the  pedestrian  environment. 
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(continued  from  previous  page) 

Seattle,  Washington 

Afive-acre  open  space,  called  Freeway 
Park,  was  completed  in  1 976  on  top  of 
Interstate  5.  The  lushly  landscaped  urban 
park  serves  as  a  pedestrian  connection 
between  First  Hill  and  downtown  Seattle, 
and  has  been  extended  to  include  the 
city's  convention  center. 

Duluth,  Minnesota 

In  1 992,  Duluth  reclaimed  Lake  Superior 
as  an  integral  and  accessible  part  of  the 
city  fabric  by  capping  Interstate 
Highway  35  (which  formed  a  barrier 
between  downtown  and  the  lakefront) 
and  creating  a  park,  a  rose  garden,  and  a 
series  of  pedestrian  linkages  to  a  new 
waterfront  promenade. 

Portland,  Oregon 

In  1 999  a  study  was  completed  to  assess 
the  feasibility  and  design  the  capping  of 
portions  of  38  blocks  over  Interstate  405 
through  downtown  Portland.  The  process 
included  extensive  citizen  involvement,  as 
well  as  coordination  with  numerous  local 
and  state  stakeholders  and  agencies. 

The  vision  includes  extensive  pedestrian 
and  bicycle  access,  public  space,  housing, 
and  commercial  development.  The  project 
won  a  National  Design  for  Transportation 
Merit  Award  from  the  U.S.  Department  of 
Transportation,  and  a  two-and-a-half 
block  demonstration  project  could  begin 
construction  in  late  2002. 


Guidelines  for  Development  of  the  Transit  Center 

A  primary  advantage  of  the  freeway  deck  is  that  it  would  provide  space  to 
serve  multiple  modes  of  transportation,  including  buses,  streetcars,  pedes- 
trians, bicycles,  and  automobiles,  that  need  to  access  the  station.  The  deck 
should  be  designed  and  organized  in  a  manner  that  effectively  accommo- 
dates each  of  these  modes  while  remaining  a  friendly  place  for  pedestrians. 
The  road  on  the  deck  and  the  SPLT  ramps  should  be  as  narrow  as  possible 
to  keep  traffic  calm  and  allow  for  easy  pedestrian  crossings,  while  they 
provide  for  the  safe  movement  of  autos,  bicycles  and  buses.  Sidewalks 
should  be  wide  enough  to  accommodate  the  thousands  of  transit  use  rs 
who  will  walk  through  the  area  daily.  Bus  stops  and  passenger  drop-off 
areas  should  be  clearly  defined  and  designed  to  function  within  a  busy 
environment,  and  should  provide  direct  connections  into  the  multi-modal 
station. 

The  area  on  the  deck  immediately  adjacent  to  the  station  would  likeh 
incorporate  new  stub  rail  terminals  for  the  K  streetcar  line  (as  well  as  the  I 
if  it  is  not  routed  through  to  San  Francisco  State  University)  and  be 
incorporated  into  an  expanded  inter  modal  station  as  described  above. 
Additionally,  there  would  be  room  on  the  deck  to  accommodate  a  stub 
terminal  for  a  future  light-rail  line  on  Geneva  Avenue. 

Guidelines  for  Development  on  the  Freeway  Deck 

The  deck  would  create  a  new  "piece  of  land"  over  Interstate  280,  available 
for  development,  open  space  and  community-supporting  services.  Devel- 
opment opportunities  on  top  of  the  deck  should  be  explored  to  the 
greatest  extent  practical:  new  buildings  here  would  be  essential  in  creating 
human-scaled  development  rather  than  a  large,  auto-dominated  overpass 
Two  building  opportunities  would  exist  on  the  deck:  adjacent  to  I.ick- 
Wilmerding  High  School  on  the  west  side  of  the  deck,  and  adjacent  to  tlx 
BART  station  on  the  east  side. 
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1.  New  development  adjacent  to  Lick-Wilmerding  High  School 
should  include  mixed-use  residential  buildings.  These  uses  will  help 
activate  the  area,  provide  housing  opportunities,  and  strengthen  the 
area's  character.  The  buildings  should  be  adjacent  to  Ocean  and 
Geneva  Avenues,  and  possibly  separated  by  a  central  open  space, 
sited  so  as  to  complement  development  at  Lick-Wilmerding  High 
School. 

2.  While  streetcar  tracks  and  passenger  platforms  would  likely  take  up 
most  of  the  ground  floor  of  a  transit  center  on  the  east  side  of  the 
deck.  Housing  could  be  built  above  these  facilities.  Any  buildings 
here  should  be  integrated  with  the  station  building  to  the  greatest 
extent  possible.  Their  placement  and  form  should  strengthen  the 
character  of  the  station  and  help  to  define  pedestrian  access  routes 
and  entries.  There  should  be  transit-oriented  retail  activities  such  as 
small  shops,  cafes,  coffee  shops,  newsstands,  personal  services,  and 
dry  cleaners  on  the  ground  floors,  and  upper  story  offices  and 
housing. 

Guidelines  for  Development  of  Open  Space  Associated  with 
the  Freeway  Deck 

Two  public  open  spaces  are  possible  on  the  freeway  deck.  The  primary 
space,  on  the  east  side  of  the  deck  road,  would  be  located  adjacent  to  the 
station  and  serve  as  its  front  plaza  and  formal  entry.  To  the  greatest  extent 
possible,  it  should  be  located  in  the  central  third  of  the  deck,  but  the  rail 
terminals  and  platforms  might  push  it  a  bit  south.  This  public  open  space 
would  help  to  define  a  sense  of  arrival  and  give  a  strong  civic  presence  to 
the  station  area.  Second,  a  more  park-like  green  space  could  be  developed 
on  the  western  side  of  the  deck  adjacent  to  Lick-Wilmerding  High  School 
and  defined  by  new  mixed-use  buildings  that  harmoniously  integrate  the 
edge  of  the  school  and  new  buildings  such  that  the  park's  edges  are  not  be 
defined  by  tall,  monotonous,  and  uninterrupted  concrete  retaining  walls. 
The  difference  in  elevation  between  the  SPUI  and  the  school  site  should 
also  be  addressed  during  this  process. 


Single  point  urban  interchange  and 
freeway  deck 
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Geneva  Avenue  streetscape  improvements 


4.  Geneva  Avenue  Bus  Transfer 
Center  and  Pedestrian  Improvements 

Geneva  Avenue  between  San  Jose  Avenue  and  the  freeway  ramps  would 
be  the  heart  of  the  new  "transit  village,"  and  the  front  door  to  the  new 
station.  Geneva  would  provide  a  place  for  people  to  wait  for  the  bus, 
drop  off  loved  ones,  shop  for  daily  needs  or  just  watch  the  passing  scene. 
Whereas  currendy  Geneva  Avenue  is  a  barrier  that  separates  two 
unwelcoming  transit  waiting  areas,  the  street  would  become  a  celebrated 
and  welcoming  focal  point,  with  enhanced  and  enlarged  transit  plazas  on 
either  side:  Geneva  Plaza  to  the  north,  and  a  plaza  to  the  south  integrated 
into  development  on  the  Upper  Yard. 

A  series  of  improvements  could  be  made  on  Geneva  Avenue  to  transform 
the  station's  "front  door"  to  make  it  safer  for  pedestrians,  better  for  transit 
transfers  and  passenger  drop-off,  and  to  enhance  the  station  environment  to 
make  the  transit  experience  more  upUfting  and  dignified. 

Widened  sidewalks  at  the  freeway  ramps  would  shorten  pedestrian  crossing 
distances  and  tighten  the  turning  radii  so  that  cars  would  slow  and  turn  more 
cautiously.  Sidewalk  bulbs  and  a  shorter  crossing  distance  at  the  intersection  of 
Geneva  and  San  Jose  Avenues  would  improve  pedestrian  safety  as  well  as 
provide  more  space  for  pedestrians  to  cross  the  street  or  to  wait  for  buses. 
Further  pedestrian  safety  improvements  would  include  bold  crosswalk 
markings  and  pedestrian  "countdown"  signalization.  Elimination  of  the  mid- 
block  access  road  that  interrupts  the  sidewalk  along  the  south  side  of  Genet  a 
would  provide  additional  space  for  arming  buses.  Mid-block  curb  bulb-outs 
along  Geneva  Avenue  would  separate  the  bus  stops  from  short  term  "kiss- 
and-ride"  spaces,  which  would  now  have  dedicated  curb  space. 

To  make  using  transit  more  welcoming  and  enjoyable  than  it  is  prcsendy, 
pedestrian  areas  along  Geneva  Avenue  in  the  station  area  would  be  retrofit- 
ted with  attractive  paving,  pedestrian  lighting,  regularly-spaced  street  trees, 
and  landscaping,  as  well  as  with  additional  places  to  sit.  Replacing  the 
narrow  concrete  median  on  this  stretch  of  Geneva  Avenue  with  an  e\ 
panded  landscaped  median  island  incorporating  a  linear  art  piece  would 
discourage  mid-block  jaywalking,  provide  pedestrian  refuges  (at  cross- 
walks), and  visually  identify  the  station.  New  large  glass  shelters  that  inte- 
grate bus  waiting  areas  with  the  transit  station  entries  would  replace  the 
harsh  concrete  entries  that  define  the  area  now;  Finally,  a  robust  signage 
program  including  directional  signs  and  real-time  bus  and  train  arrival 
announcements  (like  Muni's  "Nextbus")  would  provide  much-needed 
information  for  thousands  of  daily  transit  users  who  transfer  between  lines. 
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Geneva  Plaza 

As  part  of  the  improvements,  Geneva  Plaza  would  be  created  along  the 
north  side  of  the  street.  The  new  plaza  should  be  large  enough  to  accom- 
modate the  thousands  of  people  who  will  use  it  daily,  and  be  a  landmark 
that  marks  arrival  at  the  station. 

The  plaza  would  be  created  by  extending  the  sidewalk  toward  the  existing 
Muni  office  building.  The  plaza  would  be  supported  by  a  cantilevered 
structure  spanning  the  space  below,  where  the  Muni  J  and  K  streetcars 
currendy  load  passengers.  (The  streetcar  loading  areas  would  be  moved 
elsewhere,  as  described  previously  in  this  section.)  The  construction  of  the 
new  plaza  structure  and  the  removal  of  streetcar  service  from  the  space 
underneath  would  provide  a  safe  and  inviting  "at  grade"  pedestrian  path 
that  would  connect  the  intersection  of  Geneva  and  San  Jose  Avenues  with 
the  mezzanine  level  of  the  transit  station. 

This  new  station  entrance  could  be  included  as  part  of  a  new  infill  building 
constructed  at  the  corner  of  San  Jose  and  Geneva  Avenues.  The  building 
should  be  built  to  the  sidewalk  lining  San  Jose  Avenue,  and  include  active 
ground-floor  uses  and  a  strong  presence  on  the  street.  A  small  setback 
should  be  observed  on  the  corner  of  San  Jose  and  Geneva  Avenues  to 
comfortably  accommodate  a  small  pedestrian  space.  This  building  should 
incorporate  the  pedestrian  entrance  to  the  station  as  an  integral  design 
element.  These  corner  uses  would  work  to  provide  a  strong  linkage 
between  transit  and  the  neighborhood,  and  begin  the  process  of  creating  a 
more  cohesive  and  inviting  edge  to  the  Green  Yard. 

Design  Guidelines  for  Development  of  Geneva  Plaza 

The  following  describes  some  of  the  key  criteria  for  the  design  of  Geneva  Plaza. 

1.  The  plaza  must  be  at  an  elevation  directly  accessible  from  Geneva 
Avenue,  and  must  provide  smooth  transitions  and  vertical  access 
routes.  While  below-grade  structures  (Muni  operations)  may  be 
permitted  below  the  plaza,  the  design  should  allow  for  large 
specimen  trees  to  be  planted  flush  within  the  surface  of  the  plaza, 
along  the  perimeter,  and  within  the  space  itself.  Other  trees  may  be 
planted  in  boxes  that  form  low  seat  walls. 

2.  The  stairway  and  escalator  entrance  into  the  station  should  be 
redesigned,  placing  emphasis  on  good  design,  inviting  and  well- 
defined  street  presence,  and  a  stronger  sense  of  civic  identity,  rather 
than  its  current  utilitarian  appearance.  The  existing  enclosed  BART 
entrance  on  the  north  side  of  Geneva  Avenue  should  be  replaced 
with  an  entrance  that  is  open  (similar  to  Market  Street  station 
entrances)  with  cover  overhead  provided  by  a  new  glass  canopy 
enclosure.  Ultimately,  this  entrance  should  be  incorporated  into  the 
design  of  the  Geneva  Avenue  entrance  to  a  new  reconstructed 
intermodal  station  as  described  above. 
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3.  The  plaza,  and  the  sidewalks  and  streets  that  line  the  plaza,  must  be 
designed  to  accommodate  the  bus  stops  that  line  Geneva  Avenue, 
and  the  high  volume  of  pedestrians  using  the  space,  and  thereby 
creating  a  pleasant  waiting  area.  New  large  glass  signature  shelters 
that  integrate  bus  waiting  areas  with  the  BART  station  entries 
should  be  considered. 

4.  A  master  signage  program  should  be  developed  and  implemented 
for  the  transit  plaza  and  adjacent  transit  facilities.  The  purpose  of 
this  is  to  provide  visitors  with  a  clear  sense  of  location  and  provide 
direction  to  and  between  modes  of  transit. 
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5.  Upper  Yard  Mixed-Use  Development 

New  mixed-use  development  is  a  critical  part  of  creating  a  new  neighbor- 
hood around  the  transit  station.  The  Upper  Yard,  at  the  southwest  corner 
of  San  Jose  and  Geneva  Avenues,  represents  the  best  near-term  opportu- 
nity for  introducing  mixed-use  development  into  the  station  area.  Develop- 
ment on  this  site  would  provide  a  stronger  sense  of  neighborhood  identity 
and  bring  much  needed  housing  to  the  Transit  Station  Neighborhood.  It 
would  introduce  neighborhood  and  transit-serving  shops  and  services  and 
improve  the  area's  pedestrian  environment  and  access  to  transit. 

Development  on  the  Upper  Yard  site  will  be  closely  linked  to  both  BART 
and  Muni  facilities.  It  will  be  critical  to  ensure  that  the  needs  of  both  transit 
providers  are  met  without  jeopardi2ing  its  role  as  a  key  development  site. 
Assuming  that  Muni's  M-line  terminal  remains  at  Balboa  Park,  redevelop- 
ment of  the  Upper  Yard  site  will  be  likely  to  include  re-routing  the  Muni 
M-line  streetcar  underground  on  the  western  edge  of  the  site  and  terminat- 
ing it  at  the  BART  mezzanine.  This  would  greatly  increase  transfer  conve- 
nience, while  allowing  maximum  development  potential  on  the  Upper 
Yard.  In  addition,  the  existing  BART  entrance  on  the  south  side  of  Geneva 
Avenue  should  be  integrated  into  the  overall  design  of  the  mixed-use 
development  on  the  Upper  Yard. 

Development  on  the  Upper  Yard  should  seek  to  maximize  density  in  order 
to  help  create  increased  vitality  around  the  station  and  provide  as  much 
housing  as  possible.  However,  the  massing  and  character  of  new  buildings 
must  contribute  to  the  existing  neighborhood  and  respect  the  character  and 
scale  of  the  Geneva  Office  Building. 

In  general  terms,  this  entire  site  would  be  composed  of  a  collection  of 
buildings  set  above  podiums  with  parking  below.  Development  along 
Geneva  Avenue  should  be  primarily  residential,  with  some  transit-  and 
neighborhood-serving  commercial  uses  at  street  level.  Development  facing 
San  Jose  Avenue  should  be  predominantly  residential. 

Guidelines  for  Development  of  Mixed  Use  Buildings  on  the 
Upper  Yard 

In  addition  to  the  general  urban  design  and  land  use  guidelines  in  this 
document,  the  following  specific  guidelines  will  apply  to  development  on 
the  Upper  Yard  site: 

/.    Allowable  Land  Uses.  Allowable  land  use  shall  be  residential  mixed- 
use  (multi-family  residential  above  ground  floor  retail). 

2.    Building  Height:  Mximum  permitted  building  height  is  85  feet  on  the 
Upper  Yard  site.  In  general,  heights  should  be  greatest  close  to  the 
freeway,  stepping  down  toward  San  Jose  Avenue  to  respect  the 
scale  of  the  surrounding  neighborhoods  and  the  Geneva  Office 
Building. 
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3.    Development  Pattern.  A  master  development  plan  should  be  prepared 
that  successfully  integrates  new  buildings  on  this  site  with  the 
existing  entrance  into  the  BART  station,  as  well  as  a  new  Muni  M 
line  platform  at  the  BART  mezzanine  and  a  generous  sidewalk 
waiting  area  along  Geneva  Avenue  for  bus  passengers.  Buildings 
should  be  sited  so  as  to  define  the  block  edges,  address  adjacent 
streets,  and  relate  to  the  transit  activities  around  them. 

Facing  Geneva  Avenue,  the  ground  floor  should  contain  retail  uses.  To  the 
extent  possible,  these  buildings  should  provide  a  public  glass  atrium  lobbv 
along  Geneva  Avenue,  containing  entrances  to  shops,  places  for  people  to 
wait  for  the  bus  and  sit  an  linger  out  of  the  weather,  as  well  as  a  stairwav 
or  elevator  to  the  transit  station. 

The  streetwall  along  San  Jose  Avenue  must  be  cohesive,  while  accommo- 
dating a  mid-block  portal  for  pedestrian  and  automobile  access,  as  well  as 
at  least  two  mews-like  pedestrian  access  points. 

Building  Setbacks 

In  general,  buildings  on  the  Upper  Yard  should  be  built  up  to  the  public 
right-of-way  in  order  to  create  an  inviting  and  active  pedestrian  environ- 
ment, and  to  provide  a  sense  of  enclosure  along  the  street.  The  follow  ing 
setbacks  should  be  observed: 

•  Building(s)  facing  Geneva  Avenue  should  provide  for  a  20-foot- 
widc  sidewalk,  as  measured  from  the  face  of  curb,  along  the 
length  of  the  block.  This  width  is  required  to  accommodate  the 
many  transit  riders  who  use  Geneva  Avenue.  A  public  glass  atnum 
for  shoppers  and  transit  riders  may  be  integrated  into  the  design 
of  the  building. 

•  Buildings  facing  San  Jose  Avenue  may  be  set  back  up  to  5  feet 
from  the  sidewalk  in  order  to  allow  projections  such  as  stairs,  i  t 
landscaping.  The  intent  is  to  allow  for  frequent  residential  entne-- 
from  the  street,  and  to  create  a  lively  and  interesting  strcerwall. 

Building  Massing 

•  The  massing  of  buildings  facing  Geneva  Avenue  should  be  lowesl 
adjacent  to  San  Jose  Avenue,  with  greater  massing  concentrated 
near  the  transit  station  entrance  portal  and  Interstate  280.  Along 
San  Jose  Avenue,  the  mixed-use  buildings  mav  include  up  to  four 
floors  of  residential  development  over  one  floor  of  ground  floor 
retail  and  parking  (facing  the  Geneva  Office  Building),  and  mav 
increase  to  as  high  as  seven  stories  over  parking  where 
development  is  closest  to  the  freeway  and  the  B  \R  1  portal. 


Draft  for  Public  Review  |  October  2002 


118 


Development  Programs 


Transit  Station  Neighborhood 


Because  of  the  width  of  the  Geneva  Avenue  frontage  (approxi- 
mately 180  feet)  it  is  important  that  the  street-facing  mass  be 
articulated  in  distinct  masses  with  individual  frontages  no  wider 
than  90-feet  to  break  down  the  apparent  size  of  the  development. 

Service  areas  for  the  mixed-use  building  should  be  consolidated 
and  accessed  from  San  Jose  Avenue,  and  not  visible  from  Geneva 
Avenue.  Service  bays  should  be  an  integral  element  of  the  building 
and  must  not  be  visually  obtrusive. 

••     Development  facing  San  Jose  Avenue  should  be  predominantly  residential, 
taking  the  form  of  three-  to  four-story  buildings  (flats  or  townhouses), 
while  taller  and  larger  buildings  may  be  built  along  the  site's  southern  and 
western  edges  and  adjacent  to  the  1-280  and  M-line  right-of-way.  The 
overall  form  of  buildings  fronting  San  fose  Avenue  should  reflect  either  a 
series  of  tightly  knit  row  houses,  or  traditional  small  apartment  buildings. 
Either  type  should  be  massed  with  identifiable  buildings  with  street- 
frontages  of  no  more  than  100  feet  in  width,  with  50-60  foot  wide  masses 
preferable.  The  urban  design  guidelines  provided  elsewhere  in  this  docu- 
ment should  also  be  followed. 

•     Frequent  entrances  to  lower  floor  units  facing  San  Jose  Avenue  are 
strongly  encouraged  to  emphasize  the  residential  use  of  the 
building,  and  to  create  an  interesting  and  inviting  streetfront. 
Ground  floor  residential  entries  may  be  handled  several  ways, 
including  individual  or  shared  stairs  and  porches  or  prominent 
entry  lobbies.  In  any  case,  the  location  of  entries  should  be  aligned 
considering  a  25-foot-wide  facade  increment. 

Parking 

Structured  parking  should  be  completely  screened  from  view  from  both 
Geneva  and  San  Jose  Avenues.  Any  auto  entrances  and  exits  should  be  located 
on  San  Jose  Avenue.  Openings  for  auto  access  should  be  as  narrow  as  possible. 

Any  off-street  parking  built  at  or  above  grade  on  the  site  should  obey  a  25- 
foot  setback  from  the  property  line  on  both  the  Geneva  and  San  Jose 
Avenue  sides,  allowing  for  more  active  uses  such  as  retail  or  residential 
entrances  to  front  the  street.  Parking  developed  one-half  level  below  grade 
and  lower  would  not  be  subject  to  the  setback,  but  should  be  treated  as  an 
integral  component  of  the  building's  design.  It  should  be  articulated  with 
entrances  to  lower  floor  residences  and  by  other  means  so  that  it  does  not 
form  a  monotonous,  uninteresting  wall. 


If  parking  is  placed  above  grade  (still  within  a  building  with  units  above), 
the  San  Jose  Avenue  facades  should  be  lined  with  ground-floor  residences 
and  lobbies  or  building  entrances.  All  openings  for  ventilation  must  be 
screened  with  architectural  details  and  planting.  In  no  case  should  full  heigh 
blank  parking  level  walls  front  onto  San  Jose  or  Geneva  Avenues. 
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6.  San  Jose  Avenue  Improvements 


Geneva  Office  Building 


Art  Enhancement  Opportunity 


The  rehabilitation  of  the  historic 
Geneva  Office  Building  —  which  is 
likely  to  be  the  outstanding  landmark 
and  image-making  building  in  the 
Transit  Station  Neighborhood  —  offers 
extraordinary  art-related  opportunities. 

This  building  and  its  history  are  tightly 
linked  to  the  rich  history  of  rail 
transportation  in  San  Francisco. 
Artists  can  and  should  be  involved  in 
the  planning  and  design  of  the 
building's  renovation,  and  in  designing 
exhibits  and  elements  of  the  building 
that  illustrate  this  important  and 
fascinating  history.  In  addition,  one  of 
the  most  frequently  mentioned 
possible  uses  for  the  building  is  to 
house  one  or  more  arts-related 
organizations.  Such  an  arts  "hub"  in 
the  neighborhood,  in  combination  with 
the  many  educational  institutions  in 
the  vicinity,  might  begin  to  establish 
the  arts  as  an  overall  theme  for  the  new 
Transit  Station  Neighborhood. 


San  Jose  Avenue  will  be  improved  between  Geneva  and  Ocean  Avenues  to 
provide  a  more  comfortable  pedestrian  environment  and  facilitate  the 
movement  of  transit.  Details  are  provided  under  Key  Strategy  1 ,  described 
earlier  in  this  document. 

7.  Ocean  Avenue  Improvements 

Ocean  Avenue  would  serve  as  a  very  important  "back  door"  to  the  station, 
providing  access  to  City  College  and  the  commercial  district  to  the  west. 
Ocean  Avenue  is  envisioned  as  a  tree-lined  boulevard  with  one  lane  of 
traffic  in  each  direction,  exclusive  center  lanes  for  streetcars,  and  bike  lanes. 
Details  are  provided  under  Key  Strategy  1,  described  earlier  in  this  docu- 
ment. 

8.  Rehabilitation  and  Re-Use  of  the  Geneva  Office  Building 

The  Geneva  Office  Building,  built  in  1901  and  used  for  almost  a  century  as 
an  office  building  for  transit  workers,  is  an  important  neighborhood 
landmark  on  the  corner  of  Geneva  and  San  Jose  Avenues.  Restored  to  its 
former  state,  this  handsome  building  will  serve  as  an  anchor  for  the 
revitalization  of  the  entire  Transit  Station  Neighborhood. 

Local  residents  have  expressed  a  strong  desire  to  see  the  building  used  for 
community  activities  or  educational  services.  Though  it  is  recognized  that 
the  majority  of  the  funding  required  to  rehabilitate  this  building  will  need  to 
come  from  outside  sources,  Muni  and  other  city  agencies  should  cooperate 
with  and  assist  community  groups  in  finding  the  resources  to  complete  the 
restoration. 

Guidelines  for  Re-Use  of  the  Geneva  Office  Building: 


1.  New  users  of  the  building  should  attract  people  and  substantial  activitY  inn  i 
the  station  area  during  daytime  and  evening  hours,  lhis  building  has  the 
potential  to  be  a  primary  activity-generate  >r  for  the  station  area. 

2.  Users  of  the  building  should  take  advantage  of  the  building's 
proximity  to  excellent  transit  service.  It  will  not  be  possible,  nor  is 
it  desirable,  to  provide  off-street  parking  for  the  building. 

3.  Use  of  the  building  should  not  impede  Muni  operations  in  the 
yard  located  behind  the  building 

4.  [Results  of  ongoing  architectural  work  on  this  building  will  be 
included  in  a  later  draft.] 
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9.  Development  on  "Donut  Shop"  /  Recreation  and  Parks 
Department  Parcel 

A  parcel  at  the  northeast  corner  of  Geneva  and  San  Jose  Avenues  currently 
contains  a  one-story  retail  building  and  some  surface  parking.  Immediately 
to  the  east,  the  city  Recreation  and  Parks  Department  owns  a  strip  of  land 
running  along  Geneva  Avenue  as  far  as  Delano  Street,  which  contains  open 
planted  areas  surrounded  by  a  fence.  Both  of  these  parcels  are  significant 
in  that  they  are  underutilized  pieces  of  land  very  close  to  the  heart  of  the 
new  Transit  Station  Neighborhood. 

The  "donut  shop"  parcel  would  be  appropriately  redeveloped  with  a 
mixed-use  building,  containing  housing  on  the  upper  floors  and  either  retail 
or  perhaps  institutional  space  on  the  ground  floor.  The  Recreation  and 
Parks  Department  parcel  is  part  of  the  city's  open  space  inventory,  meaning 
that,  according  to  the  City  Charter,  it  cannot  be  changed  to  another  use 
without  voter  approval  unless  a  comparable  parcel  is  substituted  for  it. 

If  the  charter  requirements  related  to  the  Recreation  and  Parks  Department 
parcel  are  satisfied,  these  two  parcels  could  be  combined  to  create  the 
opportunity  for  a  substantial  new  development.  Appropriate  uses  would 
be  some  combination  of  housing,  neighborhood  oriented  retail,  institu- 
tional space  and  a  small  amount  of  public  open  space. 

10.  Development  on  School  District  Parcels 

The  San  Francisco  Unified  School  District  (SFUSD)  has  many  facilities  in 
the  station  area,  including  frontage  on  San  Jose  Avenue  across  from  the 
Green  Yard  stretching  several  blocks  eastward  to  Cayuga  Avenue.  These 
facilities  include  James  Denman  Middle  School,  Balboa  High  School,  and 
Leadership  Charter  High  School 

The  school  district  is  currently  engaged  in  developing  a  facilities  master  plan 
update  that  inventories,  assesses,  and  lays  out  a  plan  for  the  district's  facilities 
based  on  current  and  projected  needs.  Based  on  this  master  plan  and  the 
district's  determinations  on  how  best  to  achieve  its  objectives  in  serving  the 
community,  some  SFUSD  properties  here  may  be  considered  "surplus" 
and  available  for  development  A  portion  of  SFUSD's  property  in  the 
Balboa  Park  Station  area,  which  has  almost  250  linear  feet  of  frontage  on 
San  Jose  Avenue,  is  ideally  located  for  development  of  housing,  perhaps 
much-needed  teacher  housing.  This  would  add  more  activity  to  the  area 
and  help  SFUSD  house  its  faculty. 
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11.  Development  of  Housing  Using  Air-Rights  Above  the 
Muni  Green  Yard 


Green  Yard,  existing  conditions 


Green  Yard,  with  proposed  station 
improvements 


Green  Yard,  with  station  improvements 
and  "air  rights"  housing  development 


Both  locally  and  regionally,  Muni's  Green  Yard  rail  facility  is  an  ideal 
location  to  concentrate  new  housing,  because  of  its  exceptional  access  to 
transit,  commercial  services,  and  other  institutional  assets.  Additionally,  the 
site  is  large — an  entire  block — giving  it  the  potential  to  house  several 
hundred  dwelling  units,  greatly  enhancing  the  activity  and  life  at  the  heart  of 
the  Transit  Station  Neighborhood.  However,  even  with  the  completion  of 
a  new  intermodal  transit  terminal  and  freeway  deck,  this  rail  yard  will 
remain  vital  to  Muni's  operations  for  many  years  to  come. 

While  it  would  be  very  complex  to  build  over  the  rail  facility,  the  potential 
exists  in  the  future  to  build  mid-rise,  mixed-use  housing  in  the  "air  rights" 
above  the  largely  single-story  rail  facility.  In  general  terms,  this  scenario 
would  include  building  a  deck  for  new  development  above  the  Muni  rail 
operations,  storage  and  maintenance  facilities.  This  scenario  would  be 
expensive  and  complex,  yet  it  would  radically  change  the  character  of  the 
Green  Yard  and  the  neighborhoods  that  surround  it.  Such  a  project's 
greatest  challenges  would  include  creating  a  viable  and  functional  rail  yard 
while  carefully  integrating  new  development  in  a  manner  that  would 
contribute  to  the  neighborhood  and  be  a  desirable  place  to  live. 

It  is  likely  that  a  complete  yard  redesign  and  reconstruction  effort  would  be 
necessary  in  order  to  realize  air  rights  development  above  it.  A  potential 
benefit  to  this  reworking  could  be  the  creation  of  a  more  efficient  and 
modern  rail  facility  that  better  meets  Muni's  operational  needs.  From  an 
urban  design  perspective,  this  new  facility  would  create  a  large,  flat  devel- 
opment pad  and  the  opportunity  to  better  integrate  the  yard  within  its 
neighborhood  context.  A  key  consideration  from  this  perspective  is  the 
location  of  light  rail  and  vehicle  access  points,  and  how  street-facing 
building  edges  would  be  addressed.  The  development  pattern  atop  the 
deck  should  be  made  to  follow  the  neighborhood's  traditional  street 
pattern  and  alignments  (perpendicular  to  San  Jose  Avenue),  essentiallv 
creating  a  grouping  of  elevated  city  blocks  rather  than  a  single  super-block. 
Efforts  should  be  made  to  align  egress  points  with  existing  streets  and  the 
traditional  street  grid  along  San  Jose  Avenue.  To  the  extent  practical, 
enough  space  should  be  available  between  Muni  operations  and  the 
sidewalk  to  build  new  housing  units  along  the  Green  Yard's  street  facing 
edges. 

The  final  elevation  of  the  deck  would  be  almost  equal  to  the  street  eleva- 
tion of  Geneva  Avenue  near  the  existing  street  level  BART  pedestrian 
portal.  It  would  be  more  than  thirty7  feet  above  the  street  elevation  near  the 
intersection  of  San  Jose  and  Ocean  Avenues  (assuming  the  deck  would  be 
essentially  flat).  Because  of  this,  when  considering  neighborhood  integra- 
tion, attention  would  need  to  be  focused  on  scale  and  the  creation  of  an 
active  and  interesting  street-level  presence.  Low  to  mid-rise  (up  to  five 
stories)  residential  units  such  as  stacked  flats  and/ or  town  homes  should  be 
built  on  the  street  level  along  Ocean  and  San  lose  Avenues.  These  units 
would  separate  the  otherwise  blank  walls  associated  with  the  rail  yard  and 
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the  street.  The  units  built  along  San  Jose  Avenue  would  need  to  follow  a 
25-foot  wide  pattern  of  vertical  modules  to  respect  the  scale  and  character 
of  the  homes  across  the  street.  In  both  cases  particular  emphasis  would 
need  to  be  placed  on  creating  buildings  with  human  scale  that  do  not 
appear  monolithic  or  unusually  wide  and  massive.  The  buildings  should 
follow  the  urban  design  principles  and  guidelines  set  forth  elsewhere  in  this 
document.  More  intensive  mid-  to  high-rise  development  should  be  built 
atop  the  deck  with  density  and  height  increasing  in  closer  proximity  to  the 
multi-modal  station. 

12.  Parking  in  the  Transit  Station  Neighborhood 

Curb-side  parking  space  in  the  Transit  Station  Neighborhood  is  limited  and 
will  continue  to  be  in  the  future,  particularly  after  the  needs  of  transit 
services  for  stops  and  other  facilities  have  been  satisfied.  This  means  that 
curb  parking  has  to  be  carefully  prioritized  for  essential  users.  Specific 
changes  to  parking  regulations  in  the  Transit  Station  Neighborhood  are 
described  in  Key  Strategy  6,  earlier  in  this  document. 
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Though  functionally  a  part  of  the  Ocean  Avenue  Neighborhood  Com- 
mercial District,  the  Phelan  Loop  Area,  along  the  north  side  of  Ocean 
Avenue  between  Phelan  and  Plymouth  Avenues,  has  a  distinctly  differ- 
ent character  from  the  rest  of  the  commercial  district.  This  area  breaks  the 
traditional  urban  pattern  of  buildings  built  to  the  sidewalk.  It  lends  a  bleak 
unfriendly  presence  to  the  street. 

The  Phelan  Loop  Area  can  become  the  lynchpin  linking  the  Transit  Station 
Neighborhood  with  the  Ocean  Avenue  Neighborhood  Commercial 
District  and  City  College.  Where  there  are  now  auto-oriented  commercial 
buildings  and  large  vacant  spaces,  new  mixed-use  buildings,  active  retail, 
and  attractive  open  spaces  will  attract  people  from  the  transit  station  and 
City  College  out  into  the  commercial  district.  The  redeveloped  Phelan 
Loop  Area  would  function  simultaneously  as  a  new  front  door  on  Ocean 
Avenue  for  City  College  and  as  a  gateway  to  the  commercial  district. 

Discussions  about  the  future  of  the  Phelan  Loop  Area  engendered  the 
most  animated  and  contentious  dialogue  during  community  discussions. 
Neighborhood  residents,  merchants,  and  the  City  College  community  have 
all  lived  with  the  area  in  its  present  degraded  state  for  many  years,  and  all 
have  dreamed  of  what  could  be  done  there.  A  wide  variety  of  suggestions 
and  desires  for  the  future  of  this  section  of  Ocean  Avenue  were  put 
forward  and  can  be  summarized  as  follows. 

•  Affordable  and  market-rate  housing. 

•  Public  open  space. 

•  Neighborhood-serving  retail  (particularly  a  food  market). 

•  Student-serving  retail  and  services. 

•  Gateway  to  City  College. 

•  Improved  transit  connections. 

Program  for  the  Phelan  Loop  Area 

Though  it  will  not  be  possible  to  realize  all  the  desires  for  this  area,  the 
following  program  attempts  to  strike  a  reasonable  balance  between  them. 
The  land  in  the  Phelan  Loop  Area  is  currently  owned  by  a  number  of 
public  and  private  entities;  the  program  outlines  a  coordinated  strategy  for 
redeveloping  the  area,  including  the  following  elements: 

1.  New  circulation  system. 

2.  New  bus  layover  area. 

3.  New  public  open  spaces. 

4.  New  mixed-use  buildings  with  housing  and  commercial  space. 

5.  Enhanced  streetcar  platforms  on  Ocean  Avenue. 

6.  Adequate  parking. 


Phelan  Loop  area,  existing  conditions 


Phelan  Loop  area,  with  proposed  infill 
development  and  open  space 
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Art  Enhancement  Opportunity 


The  proposed  new  plaza  and  branch 
library  in  the  Phelan  Loop  Area  are 
places  where  public  art  can  make  an 
important  contribution. 


Taken  as  a  whole,  this  program  would  bring  about  a  comprehensive 
redevelopment  of  the  Phelan  Loop  area.  Land  that  is  now  mainly  empty 
or  underused  would  host  several  mixed-use  buildings,  generally  with 
housing  above  retail  space,  as  well  as  a  new  branch  public  library.  These 
new  buildings  would  be  tied  together  by  the  extension  of  Harold,  Lee  and 
Brighton  Avenues  north  of  Ocean  Avenue,  and  the  creation  of  three  new 
public  open  spaces.  The  largest  of  these,  called  Phelan  Loop  Plaza,  would 
be  a  generous  civic  space  also  serving  as  a  gateway  from  Ocean  Avenue  to 
City  College. 

1.  New  Circulation  System 

Harold,  Lee  and  Brighton  Avenues,  which  currendy  terminate  at  Ocean 
Avenue,  should  be  extended  across  Ocean  Avenue.  (Lor  the  purposes  of 
this  program,  these  new  rights-of-way  are  assumed  to  stop  at  the  toe  of 
the  Balboa  Reservoir  berm.  If  the  berm  is  removed  later  as  part  of  a 
project  to  develop  the  reservoir,  some  or  all  of  these  roadways  could  be 
extended  as  streets  or  pedestrian  pathways.)  In  all  cases  these  streets  and 
pathways  should  be  accessible  to  the  public  at  all  times. 

Each  of  these  new  rights-of-way  would  serve  a  different  purpose,  as 
follows: 

Harold  Avenue.  The  extension  of  Harold  Avenue  would  become  Phelan 
Loop  Plaza,  a  significant  pedestrian-oriented  public  open  space,  described 
in  more  detail  below.  Harold  Avenue  would  form  the  eastern  border  of 
this  new  open  space.  Though  it  would  allow  auto  access,  this  roadway 
should  be  designed  so  it  functions  as  part  of  the  larger  open  space,  with 
cars  moving  so  slowly  that  pedestrians  can  stroll  across  comfortably  and 
safely. 

Lee  Avenue.  The  extension  of  Lee  Avenue  would  provide  the  main  auto 
access  into  parking  beneath  new  buildings  on  cither  side.  This  street  should 
be  designed  for  a  higher  volume  of  traffic  than  either  the  Harold  or 
Brighton  Avenue  extensions,  but  should  still  be  a  "calm"  street. 

Brighton  Avenue.  The  Brighton  Avenue  extension  would  become  a  small 
public  open  space.  Streets  on  either  side  of  the  open  space  would  provide 
access  to  the  site  and  to  the  garages  for  buildings  on  either  side.  This  street 
should  be  designed  as  a  calm  street,  allowing  residents  and  community 
members  to  feel  safe  using  the  open  space  and  crossing  to  and  from  it. 

East- West  Lane.  A  new  east-west  lane  should  be  developed  linking  the 
extensions  of  Lee  and  Harold  Avenues.  Because  this  lane  is  intended  to 
serve  Muni  buses  and  pedestrians  only,  it  should  be  kept  as  narrow  as 
possible. 
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2.  New  Bus  Layover  Facility 


Phelan  Loop  Plaza  (artists  rendering  below 
looking  north) 


Muni  currently  uses  its  Phelan  Loop  parcel  as  a  layover  facility  for  its  15- 
and  49-line  buses.  As  the  parcel  is  redeveloped,  it  is  important  that  a  bus 
layover  capability  be  maintained,  and  that  efficient  Muni  operations  and 
passenger  convenience  not  be  sacrificed.  In  order  to  free  up  this  parcel  for 
development,  the  bus  layover  facility  would  be  moved  behind  (north  of) 
the  existing  fire  station.  The  existing  street  behind  the  fire  station  would  be 
widened  on  its  north  side  to  allow  buses  to  park  on  either  side  of  the 
street.  Buses  would  enter  the  layover  area  from  Phelan  Avenue  and  proceed 
on  the  new  east-west  lane,  behind  a  new  building  on  the  Phelan  Loop 
parcel,  and  return  to  Ocean  Avenue  at  Lee  Avenue.  A  restroom  for  bus 
operators  would  be  constructed  adjacent  to  the  layover  area.  Sidewalks 
lining  this  roadway  should  be  wide  enough  to  accommodate  the  many 
people  who  will  cross  through  the  area  while  waiting  for  the  bus  or 
walking  between  City  College  and  the  new  Phelan  Loop  Plaza. 

3.  Public  Open  Space 

Appropriately  designed  public  open  space  is  a  key  part  of  redeveloping  the 
Phelan  Loop  area.  Three  open  spaces  are  envisioned  as  part  of  the  Phelan 
Loop  development. 
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SECTION  HH  PHELAN  LOOP  LOOKING  NORTH 


,  WO'  .60'      150'     i    FWe  Hoiiit- 


Phelan  Loop  Plaza 


Phelan  Loop  Plaza.  A  central  component  of  the  Ocean  Avenue  Neigh- 
borhood Commercial  District's  revitalization  is  the  creation  of  Phelan 
Loop  Plaza,  a  highly  visible  civic  open  space  that  would  form  the  visual 
terminus  to  Harold  Avenue.  This  open  space  is  envisioned  as  an  inviting, 
human-scaled,  active,  urban  open  space,  reminiscent  of  San  Francisco's 
South  Park.  It  would  provide  a  setting  for  informal  daily  use  as  well  as  for 
special  events  such  as  a  farmers  market  and  periodic  festivals.  It  could  be  a 
focal  element  for  the  district  and  the  sidewalk  shops  and  cafes  that  define 
its  edges.  It  would  also  provide  a  formal  linkage  and  gateway  to  the 
proposed  new  City  College  development  atop  the  eastern  half  of  the 
reservoir,  possibly  through  a  grand  stairway  and  ramp  that  would  connect 
the  plaza  with  development  on  the  reservoir. 

The  design  of  this  civic  open  space  and  surrounding  environment  should 
accommodate  its  primary  role  as  a  place  for  pedestrians,  while  allowing 
buses  and  a  small  number  of  automobiles.  The  roadway  along  the  eastern 
side  of  the  space  might  be  closed  to  auto  traffic  during  special  times  (such 
as  a  weekly  farmers  market)  to  create  a  better  pedestrian  environment. 

Phelan  Loop  Plaza  would  occupy  all  of  the  space  between  the  existing  fire  station  on 
the  east  and  the  new  building  to  be  constructed  on  the  remainder  of  the  loop  to  the 
west  It  would  reach  from  Ocean  Avenue  to  the  toe  of  the  berm. 

Guidelines  for  Development  of  Phelan  Loop  Plaza 

1'he  following  will  guide  the  design  of  this  space. 

1.  The  open  space  should  be  at  an  elevation  generally  level  with  and 
directly  accessible  from  Ocean  Avenue.  The  space  should  be 
designed  to  create  a  formal  street  front  and  frame  views  tow  ard 
the  entrance  to  a  future  expansion  of  the  City  College  campus.  At 
least  twenty-five  percent  of  the  open  space  should  include  grass 
that  is  flush  with  sidewalks  and  other  hardscape  treatments. 

2.  The  chic  open  space  and  associated  sidewalks  and  streets  should 
be  designed  to  create  a  comfortable  and  inviting  pedestrian 
environment,  while  also  accommodating  a  redesigned  Muni  bus 
loop  and  layover,  slow  auto  movement,  and  curb  parking 

3.  The  street  that  lines  the  open  space  (not  including  Ocean  Avenue) 
should  be  narrow,  with  special  paving,  capable  of  being  closed  bv 
bollards  for  special  events  and  during  periods  when  there  are  high 
volumes  of  pedestrian  traffic.  This  would  also  work  to  calm 
traffic  and  reinforce  the  area's  role  as  a  pedestrian  zone. 

4.  Benches,  seats,  and  other  amenities  should  be  provided  to  cnc<  >ur 
age  informal  daily  use.  The  overall  space  should  also  be  flexible 
enough  to  handle  special  events,  festivals  and  markets,  providing 
adequate  space  for  vendors  and  concessionaires  and  pedestrians. 

5.  Since  this  plaza  is  intended  for  the  use  of  passengers  waiting  to 
board  transit ,  it  should  include  a  passenger  information  system, 
including  Nextbus-stylc  real-time  arrival  information. 
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Brighton  Avenue  Open  Space.  A  small  neighborhood  open  space 
would  be  located  at  the  northern  terminus  of  Brighton  Avenue.  This 
would  be  an  intimate  space  that  would  be  more  park-like  than  Phelan 
Loop  Pla2a.  It  would  serve  as  a  small  neighborhood  green,  and  announce 
the  gateway  to  a  future  larger  open  space  on  the  western  half  of  the 
reservoir. 

The  development  of  this  neighborhood  open  space  will  need  to  be 
coordinated  between  the  city  and  private  developers. 

Design  Guidelines  for  Development  of  Brighton  Avenue  Open 
Space 

The  following  criteria  will  guide  the  design  of  this  space. 

1.  The  open  space  should  be  at  an  elevation  generally  level  with  and 
direcdy  accessible  from  Ocean  Avenue.  While  structured  parking 
may  be  developed  underneath,  the  design  should  allow  for  large 
specimen  trees  to  be  planted  flush  with  the  surface  of  the  park, 
along  the  perimeter  and  within  the  space  itself.  At  least  seventy-five 
percent  of  the  open  space  should  include  grass  that  is  flush  with 
sidewalks  and  other  hardscape  treatments. 

2.  The  space  should  be  designed  as  a  neighborhood  green,  and  ought 
not  to  be  fenced  or  otherwise  regulated  to  prevent  public  use. 

3.  The  park,  and  the  sidewalks  and  streets  that  line  it,  should  be 
designed  to  create  a  comfortable  and  inviting  pedestrian  environ- 
ment while  accommodating  auto  movement  and  parking.  The 
streets  surrounding  the  park  (not  including  Ocean  Avenue)  should 
be  narrow  roadways  with  special  paving.  This  would  also  work  to 
calm  daily  traffic  and  reinforce  the  area's  role  as  a  pedestrian  zone. 

PUC  Easement.  A  open  space  or  recreation  area  could  be  developed 
straddling  the  pipeline  easement  owned  by  the  San  Francisco  Public  Utilities 
Commission  (PUC),  perhaps  augmenting  open  space  developed  as  part  of 
the  new  branch  library  site  on  the  Sunset  Garage  site.  (The  surface  of  the 
pipeline  easement  must  remain  free  of  streets  and  permanent  development, 
thus  making  open  space  and  recreation  a  practical  use  for  the  space.)  An 
open  space  or  recreational  use  here  could  be  controlled  by  the  library  and 
should  be  designed  to  enhance  the  library  experience  for  children,  teenag- 
ers, adults,  and  seniors  alike.  Possibilities  include  a  story-time  reading  patio, 
outdoor  program  space,  reading  gardens,  outdoor  seating,  playgrounds, 
and  public  art.  At  least  a  portion  of  the  easement  itself  leading  from  Ocean 
Avenue  to  the  open  space  on  the  reservoir  behind  the  library  should  remain 
open  to  the  public  at  least  during  normal  business  hours. 
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4.  New  Mixed-Use  Buildings 

New  mixed-use  buildings  would  be  developed  on  a  number  of  opportu- 
nity sites  in  the  Phelan  Loop  Area.  Activity  created  by  people  who  live, 
work,  and  shop  in  these  buildings  will  be  a  critical  factor  in  making  the 
streets  and  new  open  spaces  feel  safe  and  inviting.  These  buildings  would 
help  address  the  city's  housing  needs,  bringing  new  residential  opportunities 
for  people  with  a  variety  of  income  levels  to  live  in  the  neighborhood. 
Shops  and  services  on  the  ground  floor  of  these  buildings  would  serve  the 
neighborhood,  and  attract  students,  faculty,  and  staff  from  City  College 
onto  Ocean  Avenue. 

Development  of  new  buildings  in  the  Phelan  Loop  Area  would  be 
governed  by  the  general  design  guidelines  described  under  Key  Strategy  4 
in  this  document.  In  addition,  more  specific  guidelines  for  each  of  the 
development  sites  are  provided  in  the  following  discussion. 

Phelan  Loop  Parcel 

The  Phelan  Loop  provides  an  ideal  opportunity  for  the  creation  of  a 
landmark  mixed-use  building,  including  housing,  shops  and  cafes.  The 
combination  of  ground-floor  commercial  uses  and  lobbies  for  the  upstairs 
residences  would  help  activate  the  pedestrian  environment  and  adjacent 
civic  open  space,  while  generally  enlivening  the  area  by  establishing  a  24- 
hour  presence  of  people  and  activity. 

Guidelines  for  Development  of  the  Phelan  Loop  Parcel 

The  following  guidelines  shall  guide  the  development  of  the  Phelan  1  xx>p  Parcel. 

Building  Setbacks.  In  general,  the  building  on  this  site  should  be  built  to  the 
front  property  line,  in  order  to  create  an  active  pedestrian  environment,  as 
well  as  to  the  property  lines  created  by  the  extension  of  Harold  and  Lee 
Avenues  north  of  Ocean  Avenue. 

•  Ocean  Avenue:  Along  Ocean  Avenue,  the  building  should  be  built  to 
the  property  line,  and  allow  for  a  10-foot  sidewalk.  Awnings  or 
canopies  projecting  into  the  right-of-wav  over  the  sidewalk  arc- 
encouraged  to  help  provide  shade  and  weather  protection.  A 
diagonal  corner  on  the  building  is  encouraged  at  Ocean  and 
Harold  Avenues. 

•  Harold  Avenue:  As  described  previously,  this  extension  of  I  larold 
Avenue  would  be  configured  to  include  a  lively  civic  open  space. 
Ground-floor  uses  in  the  mixed-use  building  facing  the  open  space- 
will  be  essential  in  establishing  a  vital,  active  and  inviting  atmo- 
sphere. As  such,  a  minimum  1 5-foot  wide  sidewalk,  as  measured 
from  the  face-of-building,  is  required  along  Harold  Avenue  facing 
the  new  open  space.  Both  the  civic  open  space  and  widened 
sidewalks  could  be  used  for  outdoor  dining  and  informal  gather- 
ing. 
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•     Lee  Avenue:  The  Lee  Avenue  extension  will  include  10-foot  wide 
sidewalks.  The  new  building  shall  be  built  to  the  property  line. 

Building  Massing  and  Form 

The  massing  and  character  of  the  building  must  contribute  to  that  of  the 
existing  neighborhood,  and  also  help  define  a  sense  of  arrival  at  the  civic 
open  space. 

This  mixed-use  building  may  include  up  to  four  floors  of  residential 
use  over  one  floor  of  ground-floor  commercial  use.  All  ground-floor 
commercial  uses  should  face  directly  onto  either  Ocean  or  Harold 
Avenue.  Building  facades  on  these  two  streets  should  be  active  and 
interesting  and  consist  of  either  retail  storefronts  or  lobby  entrances 
for  upper  floor  residential  units.  Garage  entrances  should  not  be 
located  on  Ocean  or  Harold  Avenues.  These  requirements  can  be 
relaxed  for  the  building's  Lee  Avenue  side,  which  may  contain  garage 
entrances.  However,  every  effort  should  be  made  to  activate  this  facade 
as  well;  blank  garage  walls  are  to  be  avoided. 

Fire  Station  /  Bookstore  Parcel 

This  parcel  is  currendy  occupied  by  a  fire  station  and  a  small  building 
housing  a  bookstore  for  City  College.  The  fire  station  provides  an  impor- 
tant service  for  the  community  and  its  relocation  is  not  necessary  in  order 
to  realize  the  vision  for  the  remainder  of  the  Phelan  Loop  Area.  The 
discussion  below  provides  guidelines  for  new  buildings  that  would  be 
developed  on  this  parcel  if  the  existing  uses  were  to  be  relocated  in  the 
future. 

This  prominent  corner  site  could  be  redeveloped  as  the  formal  gateway 
that  announces  arrival  to  the  Ocean  Avenue  Neighborhood  Commercial 
District  and  City  College.  This  could  be  achieved  with  a  distinctive  corner 
building  accented  with  a  vertical  architectural  element  on  the  corner  of 
Phelan  and  Ocean  Avenues. 

Two  different  development  scenarios  are  possible  on  this  site.  One  envi- 
sions a  civic/institutional  building(s),  such  as  a  performing  arts  center,  City 
College  bookstore,  classrooms  or  offices,  as  well  as  small  shops  or  cafes. 
An  alternate  envisions  a  residential/ commercial  mixed-use  building(s).  In 
either  scenario,  development  should  establish  a  mix  of  uses  that  contributes 
to  the  district's  vitality  and  livability,  helps  to  strengthen  the  connection 
between  City  College  and  the  neighborhood,  and  helps  to  activate  Phelan 
Loop  Plaza. 
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As  described  above,  a  new  bus  layover  facility  would  be  created  along  a 
new  east  to  west  roadway  that  approximately  bisects  this  parcel.  A  PUC 
pipeline  easement  crosses  the  Phelan  Loop  site  and  may  be  used  as  a  part 
of  the  redesigned  Muni  bus  layover  area.  Buildings  adjacent  to  this  area 
must  be  set  back  far  enough  from  the  drive  aisle  to  provide  sidewalks  wide 
enough  to  accommodate  the  numbers  of  transit  riders  waiting  for  the  bus, 
and  to  be  used  by  pedestrians  traveling  between  City  College  and  the 
Ocean  Avenue  K-line  platforms.  Development  of  new  buildings  on  this 
parcel  might  necessitate  redesign  or  relocation  of  the  new  bus  layover 
facility  as  well  as  the  pipeline  easement. 

Guidelines  for  the  Development  of  the  Fire  Station/ 
Bookstore  Parcel 

Building  Setbacks 

In  general  buildings  on  the  Fire  Station /Bookstore  site  should  be  built  to 
define  all  edges  of  the  parcel.  A  setback  may  occur  on  the  corner  of 
Phelan  and  Ocean  Avenues  to  accommodate  a  special  corner  entry  or 
tower  element. 

The  northern  portion  of  the  Fire  Station/Bookstore  site  is  defined  bv  the 
berm  that  bounds  the  reservoir.  Any  new  building  should  be  built  as  close 
to  the  toe  of  this  berm  as  feasible.  An  alternative  solution  would  be  to 
build  on  the  current  bookstore  site  and  "up  the  hill"  to  meet  the  grade  of 
the  top  of  the  berm.  This  scenario  would  occur  in  the  event  that  ( lit) 
College  creates  a  new  development  site  on  the  reservoir  area.  In  this  case 
the  building  should  still  be  built-up  to  Harold  and  Phelan  Avenues,  with  an 
entrance  facing  onto  the  newiy  defined  City  College  campus  atop  the 
reservoir.  If  the  berm  is  removed,  then  the  buildings  on  the  hire  Station/ 
Bookstore  site  and  those  on  the  southeastern  corner  of  the  City  College 
reservoir  development  should  form  a  continuous  streetwall  along  Phelan 
Avenue. 

Building  Form  and  Massing 

These  buildings  may  include  up  to  four  floors  of  development  over  one 
floor  of  active  ground  floor  uses.  Active  ground  floor  uses  could  include 
shops,  cafes,  restaurants,  lobbies  for  upper  floor  residential  units,  or  other 
uses  affiliated  with  City  College  or  a  performing  arts  center,  (iround  floor 
uses  should  face  directly  onto  Ocean  and  Harold  Avenues  and  to  the  extent 
feasible,  onto  Phelan  Avenue  and  the  realigned  Muni  layover  area.  Upper 
floors  may  include  cither  civic  or  residential  uses,  but  the  building's  design 
should  contribute  to  defining  an  entry  to  the  district. 
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•  An  existing  PUC  easement  and  utility  line  bisecting  the  site  may 
necessitate  the  construction  of  two  buildings,  rather  than  one 
building.  These  buildings  should  be  organized  in  a  manner  reminis- 
cent of  other  fine-grained  San  Francisco  neighborhoods.  Realign- 
ing the  utility  line  could  be  explored  with  PUC,  if  economically 
feasible.  This  may  allow  the  construction  of  a  single  building, 
rather  than  two  smaller  buildings. 

•  A  corner-defining  element  should  be  established  on  the  intersection 
of  Phelan  and  Ocean  Avenues.  This  element  should  be  incorpo- 
rated within  the  building's  form  and  should  provide  vertical 
distinction  and  an  interesting  skyline  profile. 

•  If  the  site  is  redeveloped  with  a  performing  arts  center,  the 
building's  mass  (particularly  in  upper  floors)  must  be  carefully 
articulated  to  avoid  the  appearance  of  excessive  bulk.  Designers 
should  consider  integrating  the  inherently  larger  size  of  this  building 
and  help  establish  it  as  a  landmark.  This  could  occur  in  the  form 
of  a  grand  building  entrance,  lobby,  corner  tower,  a  combination, 
or  a  similar  architectural  gesture  that  is  distinctive  yet  will  not 
overwhelm  the  district  scale  and  character.  In  no  case  should  street 
walls  be  blank  and  without  retail. 

Kragen  Auto  Parts  Site 

The  Kragen  site  is  the  largest  individual  site  in  the  Phelan  Loop  Area.  New 
development  here  would  contribute  substantially  to  the  revitalization  of  this 
area  by  introducing  new  housing  and  commercial  development,  and  would 
add  to  the  creation  of  a  cohesive  streetwall  along  Ocean  Avenue.  The 
following  guidelines  will  ensure  a  graceful  transition  from  the  existing 
commercial  corridor  on  the  west  to  the  more  intensely  developed  Phelan 
Loop  Area. 

Kragen  Auto  Parts  site,  proposed  mixed-use  Guidelines  for  the  Development  of  the  Kragen  Site 

development 

These  guidelines  will  control  development  on  the  Kragen  site.  They  assume 
the  extension  of  Brighton  Avenue  through  the  site,  creating  two  distinct 
development  sites. 


Kragen  Auto  Parts  site,  proposed  mixed-use  development  (Ocean  Avenue  elevation) 
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Kragen  Auto  Parts  site  proposed  mixed  use 
development,  northeast  corner  of  Ocean  and 
Brighton  Avenues 


Kragen  Auto  Parts  site  proposed  mixed  use 
development,  northwest  corner  of  Ocean  and 
Brighton  Avenues 


Allowable  Uses 

Generally,  mixed-use  (multi-familv  residential  above  ground  floor  shops 
and  restaurants).  A  food  market  is  particularly  encouraged  on  this  parcel. 
Residential  use  on  the  ground  floor  may  be  substituted  for  commercial  if 
desired  in  one  of  the  two  buildings  developed  on  this  parcel. 

Building  Height 

Maximum  55  feet  or  five  stories  (four  stories  overground  floor).  Mini- 
mum 45  feet.  The  westernmost  of  the  two  buildings  is  encouraged  to  step 
down  from  55  to  45  feet  on  its  northern  side  in  order  to  transition  to  the 
lower  buildings  to  the  west. 

Development  Pattern 

Brighton  Avenue  should  be  extended  through  this  site,  creating  two 
development  sites,  (a  "west  site"  and  an  "east  site")  rather  than  one  large 
development  parcel.  This  roadway  extension  will  provide  access  to  parking 
garages  as  well  as  public  open  space.  It  mav  be  possible  to  create  continu- 
ous below-grade  parking  beneath  the  entire  site  and  under  the  Brighton 
Avenue  extension.  Should  a  continuous  parking  level  be  developed,  it 
should  in  no  way  disrupt  the  street  level  above  it. 

Building  Setbacks 

Buildings  on  either  of  the  two  development  sites  must  be  built  to  the 
property  line  along  Brighton,  Lee,  and  Ocean  Avenues,  as  well  as  to  the 
SFPUC  easement  on  the  site's  western  boundary.  Awnings  or  canopies  are 
encouraged  to  project  into  the  right-of-way  over  the  sidewalk  to  help 
provide  shade  and  weather  protection. 

Buildings  with  residential  uses  on  the  ground  floor  may  be  set  back  up  to  ; 
feet  from  the  sidewalk  to  allow  for  projections  such  as  individual  cntrv 
stairs,  bay  windows,  or  landscaping.  The  intent  of  this  setback  is  to  allow 
for  frequent  residential  entries  from  the  street.  This  will  serve  to  create  a 
lively  pedestrian  zone  and  an  interesting  strcctwall. 

Building  Form  and  Massing 

Two  use  mixes  are  encouraged  on  this  site.  One  is  mixed-use  residential,  the 
other  is  residential  only.  Mixed-use  residential  is  encouraged  on  one  of  the 
two  sites. 

Mixed-use  buildings  mav  include  up  to  four  flcx>rs  of  residential  uses  over  ground- 
floor  commercial  uses.  Ground  fl(X)r  commercial  uses  should  face  diactly  onto 
Ocean  Avenue,  and  should  include  active  street-front  shops,  cafes,  restaurants,  or 
lobbies  for  upper-floor  residential  units.  A  neighborly  xxl-scrving  food  market  is 
particularly  encouraged  as  a  ground-fl(x>r  use  on  this  site. 
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A  residential-only  building,  if  desired,  would  have  residential  uses  on  the 
ground  floor.  Frequent  entrances  to  ground-floor  units  facing  Ocean  and 
Brighton  Avenues  are  highly  encouraged  to  emphasize  the  residential  nature 
of  the  building,  create  an  interesting  and  inviting  facade,  and  to  maintain  the 
neighborhood's  fine-grained  streetwall.  Ground-floor  residential  entries 
may  be  handled  several  ways  including  individual  or  shared  stairs  and 
porches  or  prominent  entry  lobbies. 

Sunset  Garage  Parcel 

Although  small  compared  with  the  other  opportunity  sites  within  the 
Phelan  Loop  Area,  the  Sunset  Garage  parcel  could  be  redeveloped  with  a 
more  intensive  use  to  help  connect  the  traditional  Ocean  Avenue  street- 
front  shops  and  the  Phelan  Loop  Area. 

The  San  Francisco  Public  Library  has  decided  to  pursue  acquisition  of  this 
parcel  as  a  site  for  a  new  branch  library.  Accordingly,  a  library  is  assumed  as 
a  preferred  use  for  the  site,  but  because  the  library's  negotiations  to  acquire 
the  site  are  not  complete,  guidelines  for  a  mixed-use  building  on  this  site  are 
also  included.  Critical  to  the  development  of  either  use  on  this  site  will  be 
its  harmonious  integration  with  the  scale  and  character  of  the  traditional 
commercial  corridor  and  adjacent  residential  neighborhoods. 

Guidelines  for  the  Development  of  the  Sunset  Garage  Parcel 

The  following  guidelines  will  direct  the  development  of  the  Sunset  Garage  parcel 

Building  Setbacks 

In  general,  the  ground  floor  of  the  building  on  this  site  should  be  built  to 
the  property  line  on  all  sides.  In  the  case  of  a  library  building  with  a 
required  footprint  smaller  than  the  entire  site,  the  building  should  be  placed 
such  that  the  pedestrian  spine  along  Ocean  Avenue  is  addressed,  the 
building  is  welcoming  and  civic  in  nature,  the  commercial  corridor  is 
maintained,  the  residential  edge  is  eased  and  compatible  in  setback  and 
bulk,  and  the  open  space  developed  on  or  adjacent  to  the  PUC  easement  is 
evident  to  pedestrians  along  Ocean  Avenue.  A  small  setback  may  occur  on 
the  corner  of  Plymouth  and  Ocean  Avenues  to  accommodate  a  primary 
ground-floor  building  entry. 

Building  Form  and  Massing 

Because  this  site  would  contain  the  first  of  a  series  of  larger  buildings  to 
the  east,  the  building  should  successfully  "hold  the  corner"  and  offer  a 
degree  of  prominence.  The  building's  ground  floor  should  include  active 
uses  that  help  to  enliven  the  streets  that  surround  it. 
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If  the  site  is  redeveloped  as  a  library,  the  building's  mass  should  reflect  its 
civic  importance  and  role  as  the  residential  neighborhood's  gateway.  The 
building  should  include  a  well-defined  building  entrance,  lobby,  corner 
tower,  a  combination,  or  a  similar  architectural  gesture. 

5.  Streetcar  Platforms  on  Ocean  Avenue 

Muni's  Ocean  Avenue  reconstruction  project  includes  new  boarding 
platforms  at  the  Phelan  Loop  for  the  K-Inglesidc  streetcar.  These  will  be  in 
the  form  of  a  double  set  of  "side  platforms,"  with  the  eastbound  plat- 
form located  between  Lee  and  Brighton  Avenues  and  the  westbound 
platform  located  between  Lee  and  Harold  Avenues.  This  stop  is  already 
heavily  used  by  K-line  passengers  and  will  become  more  important  as 
improvements  are  made  in  the  Phelan  Loop  Area  and  as  the  City  College 
campus  is  expanded  onto  the  reservoir.  Accordingly,  special  enhanced 
station  platforms  should  be  constructed  at  this  location  to  provide  ameni- 
ties for  the  high  volume  of  users  and  to  celebrate  this  area  as  a  gateway  to 
both  the  commercial  district  and  City  College. 

Guidelines  for  the  Development  of  the  Enhanced 
Streetcar  Platforms 

The  following  guidelines  will  direct  the  development  of  the  enhanced 
streetcar  platforms. 

1.  Platforms  should  be  designed  specifically  to  coordinate  with  the 
pedestrian  and  open  space  improvements  planned  for  the  Phelan 
Loop  Area.  The  westbound  platform  should  have  direct  connec- 
tions to  crosswalks  at  both  Harold  and  Lee  Avenues.  The  east- 
bound  platform  should  have  direct  connections  to  crosswalks  at 
both  Brighton  and  Lee  Avenues. 

2.  Platform  enhancements  should  ideally  be  designed  as  a  collabora- 
tion between  an  architect  and  an  artist.  The  design  should  reflect 
the  area's  unique  character  and  be  able  to  serve  as  a  symbolic 
element  celebrating  entry  into  the  commercial  district  and  the 
college.  The  quality  of  this  design  should  be  at  a  level  equal  to 
other  recent  streetcar  platform  designs  in  San  Francisco,  but  the 
design  should  have  its  own  special  character. 

3.  Platform  enhancements  should  include  at  a  minimum  shelter  from 
the  elements,  light,  seating,  and  a  passenger  information  system 
including  Nextbus  real-time  arrival  information. 
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6.  Parking 

New  residential  and  commercial  uses  in  the  Phelan  Loop  Area  will  generate 
demand  for  parking,  though  this  demand  can  be  expected  to  be  lower  than 
average  due  to  the  proximity  of  the  Muni  K-line,  and  to  the  transit  station 
less  than  a  10-minute  walk  away.  There  will  be  an  opportunity  to  create 
new,  metered,  on-street  parking  spaces  along  the  new  street  extensions  in 
the  Phelan  Loop  area.  Off-street  parking  facilities  can  also  be  developed  as 
part  of  new  buildings  on  the  various  parcels. 

Guidelines  for  the  Parking  in  the  Phelan  Loop  Area 

The  following  guidelines  wall  direct  the  provision  of  parking  in  the  Phelan 
Loop  Area. 

1 .  Curb  parking  is  desirable  in  all  cases,  and  its  availability  should  be 
maximized  along  Ocean  Avenue,  as  well  as  along  side  streets.  Curb 
parking  should  be  managed  according  to  the  commercial  district 
parking  principles  articulated  under  Key  Strategy  6,  earlier  in  this 
document. 

2.  New  metered  curb  parking  spaces  should  be  created  in  the  Phelan 
Loop  Area.  These  new  spaces  should  be  located  along  the  exten- 
sions of  Brighton,  Lee  and  Harold  Avenues.  When  a  new  building 
is  developed  on  the  Phelan  Loop  parcel,  the  Ocean  Avenue  travel 
lanes  should  be  widened  by  a  few  feet  in  order  to  allow  the 
creation  of  metered  curb  parking  along  the  north  side  of  Ocean 
Avenue  between  Harold  and  Lee  Avenues,  where  it  has  not  existed 
in  the  past. 

3.  Off-street  parking,  in  structures  and  underground,  should  be 
centrally  planned  and  managed  for  the  entire  Phelan  Loop  area,  to 
the  greatest  extent  possible.  Central  planning  and  management  of 
parking  in  this  area  offers  the  opportunity  to  make  the  most 
efficient  use  of  the  fewest  number  of  spaces,  as  well  as  to  mini- 
mize the  number  of  unattractive  driveways  and  entrances.  Involve- 
ment of  the  San  Francisco  Parking  Authority  should  be  explored. 
Spaces  for  car-share  and  other  innovative  programs  should  be  a 
part  of  the  parking  facilities  in  this  area. 

4.  F.ntrances  to  off-street  parking  should  not  be  placed  on  Ocean 
Avenue.  All  parking  entrances  must  be  via  Harold,  Lee  and 
Brighton  Avenues.  Openings  providing  auto  access  into  garages 
should  be  as  narrow  as  possible. 
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5.  Structured  parking  may  be  provided  underground  oi  within 
building  podiums.  In  all  cases  parking  should  be  screened  from 
view  from  Ocean  Avenue.  Parking  should  also  be  screened  from 
view,  to  the  greatest  extent  practical,  from  the  public  spaces  along 
the  extensions  of  Harold  and  Brighton  Avenues.  Parking  should 
be  set  back  at  least  25  feet  from  lot  lines  along  Ocean,  I  larold  and 
Brighton  Avenues. 

6.  There  shall  be  no  minimum  parking  requirements  attached  to  anv 
land  use.  Parking  for  residential  uses  may  not  be  provided  at 
greater  than  one  space  per  unit.  Parking  for  commercial  and 
institutional  uses  may  not  be  provided  at  greater  than  two  spaces 
per  1,000  square  feet  of  occupied  building  area.  Parking  for 
commercial  uses  must  conform  to  all  other  design  and  setback 
requirements  set  forth  in  this  plan. 
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[The  implementation  program  is  not  included  in  this  discus- 
sion draft,  but  will  be  added  at  a  later  time.l 
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